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The trip which the executive com- 


THE EXECUTIVE mittee of the American Electric Rail- 


COMMITTEE TRIP ye , 
i way Association began last Wednes- 


day evening should be of great benefit to the industry as 
well as to the association. During the next six weeks the 
party will visit many of the important cities in the South, 


NEW YORK, SATURDAY, APRIL 20, 1912 


No. 16 


Southwest and Far West, as well as a number in the Cen- 


tral States. That a larger number of cities is not included 


in the trip is due simply to the limitations of time. As it is, 


the cities which are on the itinerary are not so far apart on 
any portion of the tour but that electric railway officials 
can reach without great difficulty some point at which a 
stop will be made. At each place to be visited the tourists 
have expressed a willingness to meet not only public utility 
operators but citizens who are interested in the local trans- 
portation systems only because of the part which they take 
in city development. One great benefit which should result 
from such a policy is that it will afford an opportunity at 
such meetings to prove to the municipal officers in the 
cities visited that many of the problems of the local com- 
panies exist in other cities as well. Electric railway com- 

panies suffer more at present from a false idea on the part 

of the public as to their purposes and real condition than 

from any other cause, and in many cases where the position 

of the railway company has been truly set forth in the ' 
locality where it does business an impression exists that if 

the conditions described are true they are the fault of the 

If the results of the tour of the execu- 

tive committee shall amount to no more than to correct this 

idea and to demonstrate that the conditions of a decreasing 

return for transportation are not local but general and due 

to causes which prevail throughout the country, the trip 

will be worth while from every standpoint. 


local management. 


Some reduction has been made in 
a number of cities in the amount of 
with 
railway traffic, but there is still abundant room for further 
In the early days of street 


VEHICULAR 


INTERFERENCE 
street 


vehicular interference 
improvement in this respect. 
railway operation, when the drivers of horse cars were 
helpless in the matter, it was not uncommon for an obsti- 
nate driver of a wagon to keep to the track for many 
blocks, impeding street railway traffic seriously. Later this 
practice received the attention of city authorities and ordi- 
nances were passed prohibiting drivers of wagons from 
behaving in this manner. In many instances these ordi- 
nances were prepared at the suggestion of railway officials 
and with the co-operation of city authorities who realized 
the distinct advantage to the public of control of vehicular 
In the larger cities further steps in this direction 


in the establishment of definite traffic 


traffic, 
have been taken 
rules giving policemen the right to regulate the movement 
The difficulty 
about city regulations designed to prevent the interference 
of vehicular traffic with railway cars is that, like many 
other ordinances, they are likely to become dead letters. 
If this result develops or street railway traffic is not reason- 
ably free from interference, a company should try to secure 
the co-operation of the teaming interests in its community 


of all traffic at busy street intersections. 
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in order to effect the desired end. Persuasion may induce 
teamsters to do better by co-operation what they would do 
only grudgingly and unsatisfactorily when compelled by 


ordinance. 


The new designs in rolling stock 
which have been introduced in the 
last few years have an advertising 
For a number 


NEW CARS AN 
ADVERTISEMENT 


value which is worth taking into account. 
of years so little change took place in the outward appear- 
ance of the rolling stock operated by most of the electric 
railway companies that the full benefits of new equipment 
were not always realized. So far as the public was con- 
cerned there was not much difference in outward appear- 
ance between a new car and an old car that had simply been 
put through the shops and painted. One of the principal 
radical changes in types of equipment was made in Chicago, 
where small cars were supplanted for main-line operation 
by the large pay-as-you-enter cars. In that city the con- 
trast between the old and new cars was so marked as to 
receive instant recognition. A similar change is now taking 
place in Philadelphia, where the new cars of the near-side 
type present an appearance that is in strong contrast with 
the old cars. Similarly the center-entrance “stepless” car 
on the Broadway line, Manhattan, although only one is in 
operation, attracts much attention and it is not uncommon 
to find people riding for a few blocks in order to inspect 
It is evident that a novel type is received with 
While the gratification of a mere 


Ne Cebe. 
interest by the public. 
whim is not in itself a justification of changes, it is well 
to bear in mind that in transportation, as in all other serv- 
ices or commodities, the public likes change and progress. 


The Brooklyn Rapid Transit Com- 


CONG pany’s submission to popular vote 


PLEBISCITE : A ‘ 
this week of such operating ques- 


tions as near-side versus far-side stops and spacing between 
stops marks another step in the fostering of the spirit of 
understanding and fairness between a public service cor- 
poration and its patrons. It is safe to say that until they 
were asked to express a preference on these subjects 
many passengers were unaware of the fact that the cars 
were actually compelled by municipal ordinances to stop 


at specified places. If knowledge of this non-responsibility 


of the railway company can be firmly fixed in the minds of ° 


the public, there must follow a great increase in mutual 
good-will, no matter what choice the popular vote discloses. 
Some railways may look with trepidation upon the idea of 
a referendum, considering it as an entering wedge for in- 
terference in strictly technical matters. But it seems more 
reasonable to suppose that most managers would feel deeply 
relieved if they could submit for decision to the combined 
judgment of their passengers such matters as spacing and 
location of stops, desirable average temperature of heated 


cars, open or closed ventilator sash and dates of restoring’ 


service with open or closed cars. Questions of this char- 
acter leave room for such wide differences of opinion 
that they should not be settled arbitrarily either by the law- 
makers or the railway operators if any convenient and con- 
clusive way is available to determine the preponderance of 
sentiment. 
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POWER FOR ELECTRIC RAILWAYS 


At the last meeting of the Institute of Electrical Engi- 
neers there was presented a very important paper by Mr. 
Insull, the president of the Commonwealth Edison Com- 
pany of Chicago, dealing with the relation of central-station 
practice to railway power. As our readers are probably 
aware, Mr. Insull’s company has gone further in big power 
developments than any other central-station organization in 
the world. The ideal that has steadily been held before it is - 
the generation in a group of plants of all the power which 
a great community requires for all purposes. It is the 
largest view of the power distribution situation which could 
well be imagined. The key to success in the consolidation 
of all the power demands in a large territory is the advan- 
tage gained by the diversity factor. How great this is in 
certain classes of service has been over and over again 
demonstrated, but its application to railway conditions is 
far less well known. On general principles there is a 
certain size of generating plant beyond which the gain in 
economy with increased size is very trivial so far as mere 
generation is concerned. This size, whatever it may be, 
and it is not yet well determined, has unquestionably been 
passed a good many times. Yet there is another phase of 
the matter, the diversity factor, that changes the situation 
materially. Two modern plants of 50,000 kw each may, 
and probably will, at full load produce the kilowatt-hour at 
substantially the same cost as one of double the size, but 
the ideal condition of operation in which the whole plant 
Actually 
both plants would be under-loaded under ordinary condi- 


is worked at full load is not found in practice. 


tions, presenting general load factors of perhaps 50 per cent 
full load. 


ever diversity factor exists as between their requirements 


If the networks from the two are united, what- 


tends to increase the average load, which could therefore be 
carried economically by a somewhat smaller plant than 
that needed for the load of the two separated systems. 
Hence on such a plant the load factor would be higher and 
the conditions of operation would be improved. Conse- 
quently a single united plant would be worth while, even 
supposing that the nominal generating cost at full load 
would not be improved by the increase in size. 

One of the most surprising parts of Mr. Insull’s paper 
is the definite showing that the amount of electrical energy 
required in a given large urban community for transporta- 
tion is very much less than the total energy required for 
The proportion indicated by Mr. Insull is 
from T5 to 20 per cent. 


other purposes. 
In the discussion of his paper the 
striking fact was brought out by Mr. Murray that the 
energy required to supply a complete train service for the 
New York, New Haven & Hartford Railroad between New 
York and Boston would be scarcely one-tenth of the energy 
utilized in central stations in the immediate vicinity of 
New York City. The railway load to be carried in the 
united central station, therefore, is not, under normal cir- 
cumstances, a large fraction of the total electrical energy 
required. It can be added to the central-station load with- 
out a startling increase of capacity, and in so far as its 
diversity factor can help the general load upon the station 
the generating costs will be diminished. In the Chicago 
system it turns out that if all the electric supply systems, 
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including the steam railroads requiring electrification, could 
obtain their energy from a single generating system, the 
annual saving would amount to not less than $10,000,000 
and the load factor would be raised between 7 and 8 per 
cent. The electrical engineer of the Pennsylvania road added 
to this the interesting fact that if energy could have been 
purchased in New York as cheaply as it was sold in Chicago 
his company would have been saved about $4,000,000 
spent in generating plants. There seems to be no doubt in 
the minds of engineers familiar with these big power prob- 
lems that such savings would be found throughout the 
entire field, owing chiefly to the good effects produced by 
consolidating loads so as to obtain a better load factor for 
the system. This is an era of big things and the line of 
progress being followed by the Commonwealth Edison 
Company is one that is certain to lead to very important 
economic results. The problems are such as have to be 
discussed in a large way. One cannot put a microscove 
upon the details and obtain important results. These re- 
quire the courage of the man who does things, and that is 
precisely what has been brought to bear upon the task. On 
such a view of the situation the importance of united 
action becomes essential to advance in our present methods 
of distribution. It seems to be a demonstrated fact that by 
the evolution of the complete power distribution of a city 
into a single system large economies can be secured. If 
they are not obtained in this way somebody must pay the 


price for the failure. 


THE ECONOMICAL MAINTENANCE OF STOREROOM 
SUPPLIES 


The increased study which has been given by electric rail- 
way companies to the cost of maintaining supplies calls 
attention to one of the possibilities for more economical 
management. In many cases scarcely more than a begin- 
ning has been made in the important work of reducing the 
investment in materials and stores to the lowest point con- 
sistent with reliable service. The problem involves the 
relations of practically every department with the stock- 
room, general storehouse and purchasing agent, the use of 
simple but complete record and form systems, close study of 
the life of equipment and supplies in service, the possi- 
bilities of salvage and the extent to which materials can be 
utilized with profit more than once. 

Inventories of stock on hand, showing the capital carried 
as a fixed burden by the system, the interest, insurance, de- 
preciation and taxation charges, may be placed before de- 
partment officials in the form of equivalent fare units. One 
road carried on its books at the close of the year a total 
stock valued at about $134,000. Of this amount, about 78 
per cent was made up of ten principal kinds of material, 
the larger items being rails, $43,000; special work and 
spare parts carried for track, $22,000; castings for track 
maintenance and construction, $8,500; pine for ties, $6,100; 
hard pine for other uses, $8,200; copver bonds, $6,900. 
Allowing 12 per cent for the combined fixed charges, the 
company is obliged to devote the revenue received from 
over 300,000 passengers to the direct cost of maintaining 
supplies in this department ; this does not include any allow- 
ance for the rent of buildings, attendance, heating, lighting, 
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In this: case investigation showed that the revenue from 
Over 6000 passengers at 5 cents each was required to keep 
the stock bins supplied with hook bolts. The department 
as a whole used or distributed material to the amount of 
$120,000 in the year, so that the stock was turned over 
on an average only once in about thirteen and one-half 
months, 

Analyses of this kind are impressive to officials as well 
as to the average employee. The inventory should be 
studied critically, The reduction or increase of the stock 
of certain parts will follow a very careful determination of 
costs in each case as compared with the consumption of 
material in service. 
over, the better. 


The more often the stock can be turned 
On the system described in the foregoing 
paragraph it was found that the line department stock was 
turned over 1.2 times in a year; that of the general store- 
rooms, 3.2 times; that of the principal heavy car shops, 2.8 
times, and that of shops handling smaller cars, 1.6 times. 
Detailed analyses of the causes for such differences are 
among the first tasks that should be undertaken in an 
attempt to reduce the cost of maintaining a stock of 
supplies. 

In the case of one prominent company the large cost of 
maintaining stores has led to a suggestion that a specialist 
on materials and supplies be appointed to co-operate with 
the purchasing department and the heads of all branches 
of the service in the oversight of the stock, which in this 
instance represents an investment of over $1,000,000 at all 
It has been shown that for every $100,000 that the 
total amount of stock carried per annum can be reduced the 
company would save from $6,000 to $8,000 yearly. The 
general lines of management proposed are applicable to 
other companies. They include such matters as the de- 
tailed investigation of stock consumption and reclamation 
at distributing centers, the maximum possible use of loose- 
leaf and card-index systems, the substitution of larger 
material cars for the small single-truck equipments used 
at present and the substitution of motor-truck transporta- 
tion for teaming. A centralization of stockroom facilities 


times. 


minimizes the amount of material which must be carried 
and facilitates the economical transportation of supplies. 
On a number of systems savings have been effected by the 
operation of supply cars on a fixed weekly schedule, supple- 
mented at rare times by special emergency trips. 

‘The heads of departments, foremen and also the in- 
dividual workers should realize the importance of co-opera- 
tion in the effort to reduce the cost of handling supplies. 
Clear requisitions for material are absolutely essential. 
These should be forwarded to the purchasing agent without 
loss of time, and the anticipation of requirements and 
co-operation with the purchasing official in order that uni- 
formity may be attained are matters that should not be 
neglected. 

Unduly large 
caused by over-shipments, the acceptance of material un- 
suitable for the purpose intended but available for other 
classes of work, the loading of stockrooms with material 


increases in the stock investment are 


left over from construction jobs but unavailable for cur- 
rent maintenance work, and the lack of effective considera- 
tion of the relation of time and yearly seasons to demands 


for certain kinds of material. 
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Equipment for the New Stepless Car of the 
New York Railways Company 


: haces re ate : 
A Description of the Novel Arrangement of Equipment Which Was Necessary for This Unusual Car—Details of New 
Devices Installed, Many of Which Are in Use for the First Time 


The new center-entrance or “stepless” car, described in 
the Execrric Rattway JourNaL of March 16, now in 
regular service on a line of the New York Railways Com- 
pany, was evolved by a consideration of the subject un- 
hampered by precedent or tradition. Instead of investi- 
gating the relative advantages of the various features 
offered by different standard designs, the general manager 
and the superintendent of car equipment determined to 
break away from the regular lines of evolution and to use 
past experience only for the definition of the problems of 
design and not for their solution. It was evident that the 
difficulty of entrance and exit could be overcome by lower- 
ing the car floor, and that the elimination of one class of 
boarding and alighting accidents could be effected by the 
removal of platforms with their grab handles and steps. It 
was clear that a car with a low floor and no platforms 
could be obtained by the use of drop sills and center doors, 


the car, as well as the aims of the designers, has also 
necessitated the development and installation of new devices 
in addition to the regular mechanical equipment. Of these 
a brief account appeared in the article in the issue of March 
16, but detailed accounts are published in this issue. Among 
the most interesting is the automatic center side door, which 
cannot be opened while the car is in motion and which 
prevents the.car from starting while it is open. 
DOOR OPERATION 

The former condition is accomplished by a fly-ball gov- 
ernor such as is commonly used on small steam engines, 
which controls a switch in the door-operating circuit. The 
governor is geared to one of the axles and whenever the 
wheel is revolving the balls on the governor keep the switch 
open. When the wheel comes to rest the governor balls 
drop to the lowest position and by means of a lever con- 
necting the governor sleeve to the switch the switch is 


Stepless Car Equipment—View Showing Inclosed Truck and Route Sign, and Front View, Showing Motorman in Car 
and Headlight Carried on Swinging Door 


and, since the designers were in the position of being thor- 
oughly familiar with the types of heavy electric traction 
equipment on the New York subway and elevated lines 
without being affected by ideas developed from experience 
with surface traction, they accepted this type of car as a 
possibility and proceeded with its development. 

Within a month after the decision to develop a new type 
of car, the designers’ ideas had taken form. The car body 
and trucks were built by the J. G. Brill Company in one 
week and sent to the shops of the New York Railways 
Company for the installation of the equipment. Orders 
for the motors, control and air brakes had been placed with 
the Westinghouse Electric & Manufacturing Company and 
the Westinghouse Air Brake Company, and this material, 
which included the latest improvements in design and con- 
struction, was shipped to New York and applied within 
ten days. Most of the equipment was specially arranged 
for the car. Many of its details are new and are used on 
this car for the first time. The unusual construction of 


closed. This completes the door-operating circuit except 
for the conductor’s button, which is shown in place in the 
upper right-hand corner of the diagram on page 647. 
This button is transferred from one side of the car to the 
other in accordance with the position of the conductor, 
the location for the button on the opposite side being con- 
ventionally shown in the diagram by an open V’ in the lower 
right-hand corner. 

When the button is pressed down it closes the circuit of 
the door-operating mechanism completely, provided, how- 
ever, that the governor switch is closed, and when the 
circuit is complete the coil for the magnet which operates 
the air valve to the door-operating mechanism is energized. 
This solenoid trips the air valve of the door-operating 
cylinder and the door opens. The operating mechanism, 
which was built by the National Pneumatic Company, is 
somewhat similar to that in use for the side doors on the 
New York subway. It consists of a double-ended air piston 
actuating, by.a.rack and pinion, a long lever which moves 


the door. An automatic valve in the line to the air cylin- 
der relieves the air pressure on the door when it is checked 
by the body of a passenger who may be standing in the 
doorway when the door is closing. When the obstruction is 
removed from the front of the door the pressure is again 
automatically applied to the cylinder so that the door in this 
way actually works its way through a crowd. When people 
are standing in the doorway the door moves up and, as the 
motion of the door is slow, it presses against the first pas- 
senger without actually striking a blow. As soon as the 
door strikes the first passenger it stops, but as soon as the 
obstruction is removed it moves on against the next person, 
continuing the forward movement until the doorway is 
cleared and the door is closed. 

When the door is in the closed position the excitation of 
the solenoid by means of a closed circuit through the con- 
ductor’s button trips the air valve to the door and moves it 
in the opposite direction. There is no intermediate position 
for the door. When it starts to open it continues in the 
same direction until the final position is reached, and it can- 
not be started in the opposite direction until after it has 
reached that position. When it starts to close it continues 
in that direction until shut: tight. When the car is moving 
and the door is closed the fly-ball governor keeps the door 
circuit open and it is impossible to open the door even if 
the conductor should press his foot upon the door button. 
However, if the conductor has his foot upon the button, the 
door will open the instant the car stops. This fact is 
utilized in operation and the conductor places his foot on 
the button whenever he is signaled by a passenger. In this 
way there is no occasion for delay in opening the door in 
case the conductor’s attention is distracted by some other 
circumstance. As soon as it is safe for passengers to alight 
the door opens automatically. 

The means by which the car is prevented from starting 
until the door is closed is shown in the accompanying 
diagram. The apparatus consists of a wooden rod attached 
to the door and upon which is a brass ferrule. When the 
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‘Stepless Car Equipment—Door-Opening Circuit and Cab 
Signal 


door is closed this ferrule engages with a pair of contactors 
which form a part of the circuit energizing the line switches 
in the motor control. In any position of the door except 
tightly closed these contactors engage with the wooden 
surface of the rod and not with the brass ferrule. Conse- 
quently the line switch control circuit is open and neither 


one ee es etd: 


one of the line switches can be closed, but when the door is 
shut the line switch circuit is completed through the brass 
ferrule and the motors are under control of the motorman. 

This device enables a motorman to place his controller 
handle on the first running position after coming to a full 
stop. Then when the door closes the car starts ahead at 
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Stepless Car Equipment—Line Switch Control Circuit, 
Which Is Broken by Open Door or Conductor’s Valve 


once without any signal from the conductor. There is, 
however, a lamp in the cab which shows when the door is 
closed. The connections for these lamps are shown in the 
diagram for the door-opening circuit. The conductor’s but- 
ton for opening and closing the door, shown in the longi- 
tudinal interior view of the car, is attached to the post 
which supports the cash register and located near the floor. 

The devices effect a marked saving in time of stops, as 
they make the starting and stopping of the car practically 
automatic. This has been shown in the large number of 
passengers which the trial car has been carrying without 
losing its position or delaying heavy Broadway traffic. The 
run on which the car is now making regular trips, from 
Fifty-ninth Street and Seventh Avenue to the Battery, is 
ordinarily of forty minutes’ duration. The standard cars 
average fifty-five cash fares and thirty transfers per trip, 
making a total of eighty-five passengers. Records on the 
new car are, of course, subject to the change which is bound 
to take place with the increasing familiarity of the public 
with the new car, but the last reports gave the new car 
approximately 168 cash fares and fifty-two transfers per 
trip, making a total of 220 passengers. The car held its 
place in line, therefore, while permitting access and egress 
of nearly three times the ordinary number of passengers. 

ELECTRICAL EQUIPMENT 

The car is furnished with a double equipment of Westing- 
house No. 307 C-3 box-type field control motors and the HL 
system of control. The motors are of standard construc- 
tion, but it was necessary to make certain changes in the 
frame on account of the necessity for obtaining limited 
clearances for the low-hanging front portion of the car 
body. For this reason special axle cap lugs and gear case 
lugs were built on to the motor shell frame by welding on 
pieces electrically. The gear cases are made up of welded 
sheet steel, The motor and gear case are crowded against 
one wheel; in fact, the motor is set on the axle about 6 in. 
off center. F ; 

The HL control equipment is mounted in the motorman's 
cab, as shown in the accompanying plan of the car. _ The 
switch group, which consists of twelve electro-pneumatically 


operated switches, is installed on the cab floor directly 
behind the motorman. The reverser is mounted at one end 
of the switch group. This apparatus is disposed below the 
working zone of the motorman and practically avoids any 
encroachment upon useful floor space. The motorman s 
seat, which is over the switch group and reverser, extends 


~ 


released when the motorman closes his reset switch. This 
does away with the usual shock to nervous passengers which 
occurs in opening the ordinary circuit breaker on overload, 
due to-the poor blow-out effect of the latter and the neces- 
sity for placing it in a more prominent position. On each 
end of the switch group is an overload trip which opens 
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Stepless Car Equipment—Plan View Showing Location of Electrical Equipment 


out a few inches beyond the outer portions of the apparatus, 
so that the motorman’s heels do not rest against the switch 
group casing when he is seated well back toward the rear 
of the seat. The controller is of special design and has in- 
stalled in its handle a button connected by levers and gears 
to the shaft carrying the contactors and to an emergency 
brake valve so that it cuts off power and applies brakes 
automatically in case the motorman’s hand is lifted off the 
controller handle when it is in running position, 

This device is, of course, not new in heavy electric trac- 
tion, but this is the first application of the principle to sur- 
face-car operation. On account of the field control feature 
on the motors, four running notches without resistance are 
obtained on the master controller, two in series and two in 
multiple. The proper control combinations are made by the 
twelve switches in the switch group. The controller re- 
sistance is made up of standard mica-insulated heater 
elements and is mounted under the semi-circular seat at one 
end of the car. It is so constructed that it cannot be dam- 
aged by snow and water. The main motor resistance is 
mounted beneath the end cross seats as indicated on the 
plan of the car. ; 

The flexibility of the HL type of control assists very 
largely in permitting the installation of the automatic door- 
operating devices. The line switch circuit of the control 
is also used to give the conductor an opportunity for making 
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emergency stops without waiting for the motorman to com- 
ply with his signals. By means of small pull rods, which 
are shown in the interior views of the car almost directly 
over the conductor, the motorman can open the line switches 
to the motors and at the same time open an emergency 
valve in the brake piping. Both of these operations are per- 
formed by one motion of the pull rod. In the design of the 
switch group of this control equipment the breaking of 
heavy currents, under overload or short circuit, is obtained 
by unit switches which are kept open by an interlock in the 
control circuit, after being opened by an overload, until 


the line switches on overload or accidental short circuit, 
thus fulfilling the function of an automatic circuit breaker 
on each side of the circuit. 

BRAKE AND PNEUMATIC ACCESSORIES 

The air brake is known as the Westinghouse straight-air 
emergency equipment, Schedule SME, and its general 
arrangement is shown in the diagram on page 650. As 
the safety of the public, not only those traveling on the car, 
but those using the streets, is one of the most important fea- 
tures of the car, the brake has been designed with particular 
reference to maximum efficiency in emergency application, 
as well as smoothness of service operation. The use of the 
emergency feature, combined with the ordinary straight-air 
operation for service applications, permits full braking 
power to be obtained practically instantaneously in three 
different ways, namely, (1) when the motorman places the 
handle of the brake valve in emergency position, (2) 
through the accidental release of the button on the con- 
troller handle by the motorman, and 
(3) if the conductor operates a valve 
located overhead within convenient 
reach. 

This equipment also provides for 
two-car train operation, and in the 
event of two cars separating accident- 
ally, the brakes on both vehicles are 
applied instantaneously without the 
necessity of any manipulation on the 
part of either the motorman or con- 
ductor. 

The type A-3 compressor which 
supplies air for the car is located in 
one corner of the cab below the mo- 
torman’s seat. From the compressor 
the air is passed into the main reser- 
voirs, and as there was no available 
space for the reservoirs anywhere be- 
low the ceiling of the car, they were 
made up of four 16-ft. lengths of 3%- 
in. light-weight steel boiler tubing 
running through the openings in the 
pressed-steel roof carlines. With the 
exception of the pipes that lead 
down to the brake cylinders, brake valves, etc., all of the 
piping is located in the 6-in. space between the ceiling and 
the roof, hence when once installed properly it is free from 
the accidental derangement that frequently occurs when 
cars get off the track. The operation of the compressor is 
controlled by a G-1-D governor, such as is supplied with 
the straight-air brake equipments recently purchased by the 
railway company. The governor is set to cut in at about 
58 lb. and out at 72 Ib. 

The peculiar construction of the car necessitated the use 
of a brake cylinder at each end, and in order to provide for 
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the quickest practicable building up of brake cylinder pres- 
sure in emergency application a separate emergency valve is 
used for each of the two brake cylinders. Two pipes lead 
from these emergency valves, which, like the reservoirs, are 
located in the space between the ceiling and the roof, to the 
SY-2 brake valve in either cab. This brake valve is of the 


Sequence of Switches 


Reference to the isometric diagram of the foundation 
brake gear will show that the conditions imposed by the 
peculiar construction of the car were met in a novel Way. 
Levers pivoted to the truck at their upper end serve as 
hangers for the brakeshoes for the motor wheels. The 
lower ends of these levers are connected by a tie bar 
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Stepless Car Equipment—Schematic Diagram of Motor Control 


straight-air type, with an emergency position for the handle, 
and by its manipulation the emergency valve connected with 
it can be operated either in single or two-car train service. 

In each cab there is attached to the main reservoir pipe a 
dead man’s valve that is controlled by the button on the 
handle of the master controller. If the button is released 
when the controller is in one of the running positions, the 


actuated by two compression members, which at their other 
ends form fulcrums for two horizontal levers. The short 
ends of the horizontal levers apply pressure to the shoes of 
the pony wheels. The long ends are connected by an equal- 
izing bar which is acted on by a push rod, the latter being 
pinned to the lower end of a vertical lever fulcrumed to the 
car body. Thus the brake rigging of the truck clears the 
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Stepless Car Equipment—Wiring Diagram, Showing Electro-pneumatic Control 


dead man’s valve opens, reduces the pressure in the train 
line pipe shown in the accompanying diagram and causes 
the emergency valves to let full air pressure into the brake 
cylinders. The pneumatic sander valves are operated by a 
pin sticking through the floor, and in each cab there is a 
stopcock by means of which the pneumatic fenders may be 
charged with compressed air. 
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low-hanging body and divides the braking power between 
the wheels in proportion to the weight carried, due allow- 
ance having been made for the inertia of the revolving 
armature. wel halts 
Adequate provision for adjusting the brake rigging to 
compensate for shoe wear has been made in the construction 
of the compression members between the brake beam of 
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the motor wheels and the small horizontal levers. The brake 
beam end of these compression members is threaded and 
passes through suitable holes in the beam; sleeve nuts, of 
which the sleeves fill the hole in the beam nicely, provide 
the means for making the adjustment, after which the sleeve 
nuts are locked together so that there is no lost motion be- 
tween the beam and the compression members. 

The upper end of the vertical lever above mentioned is 
connected to the pull rod proper of the car-body brake rig- 


Main Reservoirs in Roof 


Four of 3's" Tubing 


16 Feet long each, 


Capacity 6000 Cu. In, 


Governor 


Compressor 


Emergency Valve Service Line to Brake Cylinders 


Brake Emergency Line-Reseryoir Pressure 
Valve. 
Dead Mans Conductor's Reservoir 
Valve, Valve. for “HL” 
Contro) 


To Sander 


To Pneumatic 
Fender 


To Door Openers 


Electric Ky. Journal 


Stepless Car Equipment—Air Brake Piping 


ging, which is actuated through a pair of levers by a brake 
cylinder 7 in. in diameter and of 8-in. stroke. The space 
available for installing this apparatus was so limited that a 
double system of levers had to be supplied instead of one, 
and the body of the brake cylinder had to be made as short 
as possible. 


It will be noted that the truck pull rods extend beyond the ° 


cylinder lever in order that the hand-brake connection may 
be made through a pair of equalizing levers. The pull-rod 
end of each of these levers is provided with an eye so that 
the pull rod is free to move through it, when actuated by 
the brake cylinder, without disturbing the hand brake. This 
rod was necessary because the very small clearance between 
the under side of the car flooring and the surface of the 
street would not admit of any sagging chains such as are 
used ordinarily for the connection between the hand-brake 
rigging and the portion operated by air. 
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aisles have been omitted, and vertical posts have been in- 
stalled instead. These posts, located at alternate cross seats 
and extending from the seat level to the roof, afford a con- 


Stepless Car Equipment—Brake Rigging 


venient grip for either tall or short passengers. Staggered 
on the sides of the aisle, they do not restrict the passage, yet 
they afford a series of hand holds about 2 ft. apart for any- 
one making his way from the end seats to the center door 
and serve as a support for anyone who might be thrown 
forward by sudden stoppage of the car. The posts are made 
of drawn-steel tubing with white enamel baked on, so that 
they can be washed at night with carbolic acid. The’ same 
enameled finish is used throughout the car wherever pas- 
sengers are likely to place their hands, and in consequence 
the possibility for the dissemination of disease germs by 
contact is reduced to a minimum. 

The roof of the car is of the plain arch type and is sup- 
ported by pressed-steel carlines made by the Forsyth 
Brothers Company. The construction of this carline is 
shown by the accompanying cut. Their use makes possible 
the location of the brake piping and air reservoirs in the 


Stepless Car Equipment—Pressed-Steel Carline 


The release of the brakeshoes is accomplished by the 
gravity effect of the shoes on the motor wheels and a release 
spring on the car body which acts against one of the cylinder 
levers. 

STRUCTURAL FEATURES 

As shown in the interior views of the car, the customary 

strap hand holds for passengers walking or standing in the 


roof, as these are passed through the Openings. By use of 
brass sash, also made by the Forsyth Brothers Company, a 
much larger glass area than usual is permitted. This condi- 
tion is effected by the narrower rail of the metallic sash. 
As shown in the cross-section of the sash rails on page 
652, the bottom edge is furnished with a rubber strip which 
prevents shock in case the sash is lowered violently. The 
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strip also protects passengers’ hands in case they should be 
caught and acts as a bottom weather strip. The sash is 
made from seamless brass tubing which is pressed into the 
required form, 

In the longitudinal interior view is shown a brass grille 
between the stationary end seat and the semi-circular end 
seat of the car. The introduction of this grillework is for 
the purpose of separating passengers on the two seats to 
prevent mutual interference and consequent annoyance. 

The ventilation of the car, as was described in the pub- 
lished account in the ELecrric RaiLway JouRNAL of March 
16, is effected by Brill ventilators in the roof, in which are 
dampers controlled by the deflection of the truck springs. 
When the car is heavily loaded the ventilators are wide 
open. When only a few passengers are on the car the ven- 
tilators are nearly closed. This novel feature was installed 
by the railway company to avoid the necessity for heating 
a quantity of air in excess of the requirements when the 
car is lightly loaded. Heat for the car in winter is supplied 
partly from the main and control resistances underneath the 
car, so that the demand for live current for heating purposes 
is reduced materially. 

CONVENIENCES FOR THE CREW 

As shown in accompanying half-tones, both the motorman 
and the conductor are seated. The motorman’s cab is re- 
stricted in size, as it is, of course, non-revenue-producing 
space, but owing to the methods employed for utilizing the 
space there is ample room. During the present period of 
trial operation always one, and sometimes two, additional 
men ride in the cab with the motorman. The designers lay 
stress upon the point of having the motorman thoroughly 
comfortable and at ease as well as having him separated 
from the passengers. The upholstered seat leaves him no 
reason for getting exhausted on account of having to stand 
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Stepless Car Equipment—lInterior View, Showing 
Change Desk and Conductor’s Emergency Valves 
Overhead 


almost without moving for long periods of time, and the fact 
that his duties are limited to running the car affords an 
element of safety not only to the traveling public but to 


pedestrians as well. 
The improvement made possible in the conductor’s work 
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is a notable feature of the car. The conductor is sta- 
tioned at all times upon a seat which, when not used, 
folds down over a footboard, after the latter is folded up 


Stepless Car Equipment—Longitudinal Interior View, 
Showing Foot Button for Operating Door and 
Hand Hold Posts 


against one of the entrance division plates on each side of 
the car. The seat is high. When seated on it the conductor 
can look over the head of the average passenger and in this 
way he is in a commanding position to direct passengers or 
observe the door. His duties are confined to making change 
and to opening and closing the door by means of the button 
previously described, which is operated by his foot. It is 
not necessary for him to shout in calling streets, as the 
distance over which his voice must carry is less than one- 
half of that existing on ordinary surface cars. When the 
car is moving and the doors are closed with the windows 
also shut, the noise of the street is so much muffled as to 
afford a distinct relief to the ears. 

In the lower part of the longitudinal interior view of the 
car, at the level of the conductor’s footboard, the button for 
operating the door is shown. Pressure upon this button 
when the door is open causes the door to close and another 
pressure upon the button opens it. The button is connected 
by flexible cable to stationary plugs set in the division plates 
at one side of each door. At the end of a trip, when the 
direction of the car is reversed, the conductor loosens the 
flexible cable from the stationary plug, removes the rod 
which carries the change counter and cash register, and 
moves the device to the opposite side of the car. 

When the flexible cable from the push button is inserted 
in the stationary plug on the opposite side of the car, and 
the seat and footboard are in place, the conductor is ready 
for the return trip. The whole operation takes but a few 
seconds. The change counter rotates on the post which sup- 
ports the cash register so that in case the conductor wants 
to get out from behind it in a hurry he can do so. The 
flexible cable, in addition to the door-operating circuit, con- 
tains a loop from the electric bell circuit by which® pas- 
sengers signal to the motorman that they wish to stop at the 
next corner. The loop is brought up to the change desk and 
is provided with a push button set in the top of the desk so 
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that the conductor can signal by bell to the motorman in 
case he wishes to do so. It is not, however, necessary for 
him to reach up over his head, as-he can press the button 
without raising his hand from the desk. 
FARE-COLLECTING DEVICES 

Before the conductor is a change desk surrounded by a 
brass grillework. This is shown in the two interior views. 
At the right of the desk is the fare box and a coin register 
located so that, as change is spread out on the counter by 
the conductor, the passenger is in a convenient position to 
pick out the proper fare with his right hand and drop it in 
the box without moving. The position of the fare box is 
indicated to passengers by a sign showing a hand with a 
pointing finger. The coin register, which was manufactured 
by the International Register Company, records automatic- 
ally all fares dropped into it. A dime causes two fares to 
be recorded, and a nickel one fare. [Four pennies produce 


no result, but when the fifth penny is dropped into the box 
one fare is recorded. 

This device is like that described in the ELecrric RaIL- 
WAY JouRNAL of Oct. 7, 1911, except for such slight changes 
as were necessary in adapting it to the new type of car. 
As shown in the illustration, fares are registered upon a 
dial which is set at a considerable elevation. 


The records 


Stepless Car Equipment—Cross-Sections of Side and Bot- 
tom Rails of Brass Sash 


can be read from any point in one end of the car. In order 
to prevent the annoyance and argument which might be 
caused if an absent-minded passenger dropped a quarter or 
half dollar instead of one fare into the fare box, the box is 
covered by a perforated disk in which the perforations are 
large enough to take only dimes, nickels or pennies. The 
greatest possible amount in dispute is therefore covered by 
one fare. The coin register is operated by a handle which 
is turned by the conductor, but which is only a means to 
supply power for the separation and registering of coins 
which may be dropped into the box. After a fare is regis- 
tered additional turns of the handle produce no effect. 
EXTERIOR FEATURES 

The exterior views of the car show several novelties in 
construction. Prominent among these is the inclosed truck, 
which is boxed in with steel plate to prevent pedestrians 
from being rolled under the wheels in case one should be 
struck by the car. The fender is supported on the truck 
frame and therefore is centered on the rails at all times. It 
is set to ride normally about 3 in. above the street level, but 
any weight on it or any blow on its outer edge springs it 
down till the rubber rollers shown on the front edge rest on 
the rails and reduce the clearance to zero, Just above the 
Hedley anti-climber, which was installed to prevent tele- 
scoping in the event of collision, is shown a buffer com- 
posed. of rubber tubing under air pressure from the brake 
system. This was installed to absorb the impact of a body 
or wagon struck by the car, and it acts as a guard for the 
serrations of the anti-climber below it. The car is coupled 
to the other cars by means of a socket and pin located on 
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the truck frame, instead of on the bumper beam as is 
customary. 

The headlight is located on the front access door to the 
motorman’s compartment, and current for it is supplied by 
a flexible cable, shown in the front view of the car. Route 
signs, instead of being placed over the roof in front and 
at the sides, are located on each side of the motorman’s cab. 
These are set on planes converging slightly toward the front 
so that one sign can be read plainly from any position except 
directly on the center line of the car. For people waiting 
on the curb for a car on any particular route, the large illu- 
minated route number facing them enables them to dis- 
tinguish the car and signal it. 


DESSAU-BITTERFELD LOCOMOTIVE RELIABILITY 


Under date of Feb. 6, 1912, the Berliner Neuesten Nach- 
richten reproduced an article from another German paper 
in which it was asserted that six out of seven single-phase 
locomotives delivered by five firms for service on the 
Dessau-Bitterfeld section of the Prussian-Hessian State 
Railways had developed some serious defect, and that only 
two were in service at the time of writing, although the 
first locomotive had been delivered March 11, 1911, and the 
last on Oct. 11, 1911. The specific charges per locomotive 
were as follows: 


No. 10,501—In service with patched-up driving rod. 

No. 10,502—Out of service because of+broken transmission shaft. 

No. 10,204—Electrical equipment missing. 

No. 10,205—Out of service because of loose motor crank. 

No. 10,503—Returned because of excessive motor heating. 

No. 10,206—Out of service because of renewal of electrical equipment. 

No. 16,207—In service. 

It will be noted even from this list as originally published 
that three cases relate to mechanical defects and one to 
the non;delivery of equipment, leaving only two allegations 
against the electrical apparatus, and of these only one could 
be referred to poor design. 

A reply made to this article by the Siemens-Schuckert 
Company in the Feb. 17 issue of the same newspaper states 
that this manufacturer's locomotive No. 10,207 was ex- 
hibited at the Turin International Railway Congress in the 
autumn of IgII, and that at the time mentioned it was 
actually not yet in service on the Dessau-Bitterfeld line. 
The same company’s locomotive No. 10,501 had been tem- 
porarily withdrawn because of framing defects, but since 
Sept. I, 1911, it had averaged 43,400 miles a month in 
regular passenger Neither of the Siemens- 
Schuckert locomotives had given the slightest electrical 
trouble. Further, under date of March 26, 1912, the 
Siemens-Schuckert Company wrote to its New York office 
that Herr von Breitenbach, Minister of Public Works, had 
characterized the electrical operation of the Dessau-Bitter- 
feld line as “ausgezeichnet” (excellent) in a report just 


service. 


‘made by him to the budget commission of the Prussian 


Parliament. 


MEETING OF THE ILLINOIS ASSOCIATION SIGNAL 
COMMITTEE 


A meeting of the signal committee of the Illinois Electric 
Railways Association was held in Chicago on April Ig. 
The committee considered the preparation of the report to 
be made at the meeting of the association on May 17. The 
report will include a review of the work of the signal com- 
mittee of the American Electric Railway Association and 
the subjects of standardization of light signals and ex- 
perience with signals on roads in Illinois. 


An author in a recent issue of the London Engineer 
suggests that the use of condensers will produce material 
savings over the customary transformers used for a.c. low- 
voltage incandescent lamps. This saving is accomplished 
because the condenser does not have any no-load losses 
like the ordinary transformer. 
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Trip of the Executive Committee 


First Stop Made at Richmond, April 18 


Party Inspected System—Later Stirring Addresses Were Made on Problems 


of the Day at Westmoreland Club by Messrs. McCarter, Allen, Conwell and Peirce 


: The trip of the executive committees of the American 
Electric Railway Association and American Electric Rail- 
way Manufacturers’ Association was successfully inaugu- 
rated on April 17, when the private car “Advance,” which 
had been chartered for the purposes of the tour to carry 
the members of the party, left the Thirty-third Street Sta- 
tion of the Pennsylvania Railroad at 9:30 p.m. Those on 
board who expect to make all or the greater portion of the 
trip were Thomas N. McCarter, president. American Elec- 
tric Railway Association and president Public Service Rail- 
way, Newark, N. J.; H. C. Donecker, secretary American 
Electric Railway Association; C. Loomis Allen, president 
Newport News & Old Point Railway & Electric Company 
and third vice-president American Electric Railway Asso- 
ciation; W. L. Conwell, president American Electric Rail- 
way Manufacturers’ Association; C. C. Peirce, member 
executive committee American Electric Railway Manu- 
facturers’ Association, and Arthur Warren, representative 
of the committee on public relations American Electric 
Railway Association. 

Others who accompanied the party to Richmond, the first 
stop, were J. N. Shannahan, vice-president and general 
manager Newport News & Old Point Railway & Electric 
Company; H. W. Blake, Erecrric Raitway JouRNAL, and 
C. W. Stocks, of the association office. It is expected that 
Gen. George H. Harries, president Louisville Gas Com- 
pany; O. T. Crosby, president Wilmington & Philadelphia 
Traction Company, and James F. Shaw, past-president of 
the association, will join the party before it reaches New 
Orleans, or at that time, and that other members of the 
executive committees of the American Electric Railway 
Association and the American Electric Railway Manu- 
facturers’ Association will participate in portions of the 
trip. 

INSPECTION OF THE SYSTEM AT RICHMOND 

The party reached Richmond at 7:50 a. m. Thursday and 
was met at the railroad station by Fritz Sitterding, vice- 
president; C. B. Buchanan, general manager, and C. C. 
Johnson, assistant to general manager, Virginia Railway 
& Power Company. Later the party was joined by the 
following other officers of the Virginia Railway & Power 
Company: William Northrop, president; H. W. Anderson, 
vice-president and general counsel; George P. Williams, 
assistant secretary and assistant treasurer, and H. Root Pal- 
mer, general superintendent light and power ; by T. N. Jones, 
Jr., chief engineer, and A. Taurman, master mechanic of 
the Richmond Interurban and Petersburg division of the 
company, and by H. L. Smith, superintendent of its Rich- 
mond city lines. 

John F. Rison, president Danville Railway & Electric 
Company, a member company of the American Electric 
Railway Association, was also a member of the party while 
in Richmond. 

After a stop at the Jefferson Hotel, the party entered a 
special car and made a tour of inspection of the system, 
which has recently been greatly improved and extended. 
The first point of interest visited was the power station, 
at the corner of Twelfth Street and James River. Here 
the Virginia Railway & Power Company has a combined 
steam and hydroelectric station with a hydraulic capacity 
of about 7500 kw and an aggregate capacity of steam and 
hydroelectric generators of about 15,250 kw. The water- 
driven generators are in ten units, of which eight may 
also be driven by vertical compound steam engines. The 
company has also recently installed two steam turbines, one 
of the Westinghouse-Parsons make and the other an Allis- 


Chalmers. Still further important extensions, however, 
are under contemplation at this station to increase the 
power capacity of the system. The foundations of a new 
power house are being laid at the southwestern end of the 
existing station, and the work on these foundations was 
inspected by the party. Here the company expects to install 
immediately one Curtis horizontal gooo-kw, 60-cycle, three- 
phase, 2300-volt turbine and eight B. & W. 600-hp boilers. 
The company has another water-power which has been 
developed on the Appomattox River, near Petersburg. Fur- 
ther particulars of the power improvements under way at 
Richmond are contained in an article published elsewhere 
in this issue. The company has recently secured two other 
water-powers which have not yet been developed. One is 
on the Roanoke River and the other is on the Rappahannock 
River, near Fredericksburg. The detailed plans for the 
use of these powers have not yet been determined. 

After leaving the power station, the party reboarded the 
special car and made a tour of the system, during which 
its attention was called to historical and other points of 
interest passed on the trip. The city of Richmond is grow- 
ing rapidly and the many new large office buildings erected 
in the business district and handsome residences in the 
newer parts of the city attracted a great deal of favorable 
comment. The company has also been carrying on a good 
deal of new work recently, such as the erection on Robin- 
son Street of extensive additions to its carhouse and shop. 
These buildings were described on page 563 of the ELecrric 
Raitway JourRNAL for April 6, 1912, and on page 601 of 
the Erecrric Rattway JournaL for April 2, 1910. They 
were visited by the party, as was also the building owned 
by the Virginia Railway & Power Company’s Y. M. C. A. 
adjoining the carhouse. This building and its equipment 
were given by Miss Helen Gould, whose brother, Frank J. 
Gould, is chairman of the board of directors of the com- 
pany. The party then went for luncheon to the Westmore- 
land Club, the principal club in Richmond. 

LUNCHEON AND ADDRESSES AT THE WESTMORELAND CLUB 

On invitation of the Virginia Railway & Power Company, 
the guests at the luncheon, besides the visiting railway 
officials, were the city officials of Richmond, including the 
Mayor and the members of the City Council and the Board 
of Aldermen. All of the members of the State Corporation 
Commission, which has charge of the affairs of the rail- 
road and other corporations of the State, were present, as 
were also the officers of the Retail Merchants’ Association, 
the officers of the Chamber of Commerce and other dis- 
tinguished citizens. Altogether some 250 gentlemen were 
in attendance. The luncheon was served in the large dining 
room on the top floor of the club. After the repast, William 
Northrop, president of the Virginia Railway & Power Com- 
pany, representing the hosts, referred in a felicitous speech 
to the presence at the luncheon of the electric railway 
officers and asked the Mayor to make some remarks. The 
Mayor, in replying, spoke about the cordial relations which 
had always existed between the railway company and the 
city officials and said this sentiment had been intensified 
since the present management of the Virginia Railway 
& Power Company has had control of the property. He 
welcomed the visiting officials and said that their opinions 
on matters of electric railway problems in Richmond and 
throughout the country would be of great value. He also 
referred to the inauguration of the first successful electric 
railway on a large scale in the world at Richmond, in 
February, 1888. He had been a passenger on the first 
car, on which Frank J. Sprague had acted as conductor and 
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Maurice Flynn as motorman. During this first trip the 
car ran off the track at several curves, but it was put back 
on the track with the assistance of passengers, and in this 
the Mayor had co-operated. In spite of these mishaps, the 
members of the party recognized that a new era in street 
railway transportation had begun. The Mayor discussed 
the tremendous development which had come from this 
crude beginning and referred to the fact that electric rail- 
ways, patterned after this first line, were now in operation 
in all parts of the globe. 

President McCarter was the next speaker. He con- 
gratulated the Virginia Railway & Power Company on its 
magnificent system and on the cordial relations which, it 
was apparent, existed between it and the public which 
it served. He sounded a note of warning, however, 
that it was commercially impossible for electric railways 
constantly to continue to extend their lines as cities grew 
in size, and yet to charge no higher fare. All elements 
which went into the cost of electric railway construction 
had increased in cost; even money cost more than it did, 
yet through transfers and extensions the value of the 
nickel fare was constantly being diluted. He referred to 
plans which had been proposed in other cities to overcome 
this difficulty, such as an increase in the unit fare and the 
imposition of a second fare beyond a certain limit, say 3 
miles from the center of the city. He said that street rail- 
ways were a commercial undertaking and should be allowed 
to earn the same rate of return as other commercial under- 
takings. If this was not the case, capitalists would no 
longer advance money to improve or extend these systems 
or build new ones. If people were obliged in an enterprise 
to wait a number of years without any return while the 
business was being developed and then, after the hazards 
which are inseparable from any railway enterprise, were 
limited after the undertaking was on a paying basis to, say, 
6 per cent interest on the investment, they would prefer to 
put their capital to other uses. Even the return paid by 
savings banks was greater than such an investment. 

Judge R. R. Prentis, chairman of the State Corporation 
Commission, was the next speaker. Judge Prentis spoke of 
the broad and liberal policy which the State of Virginia 
had followed toward the encouragement of capital and 
then referred to the excellent relations between the man- 
agement of the Richmond system and the municipal and 
state officials. 

C. Loomis Allen, president Newport News & Old Point 
Railway & Electric Company, was then introduced by 
President Northrop as a railway manager who had just 
become interested in a Virginian transportation property 
and hence was now by adoption a resident of the State. 
Mr. Allen urged the establishment of a better understand- 
ing between the public and corporations than had often 
been the case in the past. Railway companies were pre- 
pared to do their part by frankness in all of their dealings 
with the community and were anxious to be met by a 
similar policy on the part of the public. 

W. L. Conwell, president American Electric Railway 
Manufacturers’ Association, then spoke of the purposes of 
that association and referred to the many changes in elec- 
tric railway equipment which had taken place during the 
period of twenty-five years in which the electric railways 
had been in existence. These changes had required a large 
expenditure by the railways if they wished to keep up to 
date and give the best possible service to their passengers. 

Charles C. Pierce, of Boston, made the final address in 
behalf of the visitors. After relating two or three humor- 
ous stories, he cited examples in Massachusetts of the in- 
adequacy of the return in the way of fare for the trans- 
portation of passengers and referred to the fact that in 
that State the seriousness of the condition had been recog- 
nized in some cases by the railroad commission, although 
the stringent laws which had existed for many years in 
Massachusetts precluded any stock inflation. 
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The final address at the luncheon was delivered by H. W. 
Anderson, vice-president and general counsel of the Vir- 
ginia Railway & Power Company. Mr. Anderson dis- 
cussed among other matters the increased expense to which 
a railway company was now put to provide a good service 
and the extent to which it was dependent upon fair treat- 
ment from the public. 

After the luncheon, the party was taken by automobiles 
to the Country Club of Virginia, a beautiful country resort 
about 6 miles from the center of the city. The party left 
for Charleston about 7 p. m. 

ATTITUDE OF THE PRESS 

The daily papers in Richmond, which commented on the 
visit of the executive committee, spoke in terms of high 
comenmdation on the objects of the tour. The follow- 
ing editorial appeared on the morning of April 18 in the 
columns of the Richmond Virginian: 

“CORPORATIONS SEEKING PEOPLE 


“The mission of the delegations of distinguished men 
from the American Electric Railway Association and 
the American Electric Railway Manufacturers’ Association 
shows the new spirit in which the great corporations, espe- 
cially public service corporations, are meeting the public. 

“The purpose of these leading men in a great and indis- 
pensable business in taking a trip which will include thou- 
sands of miles is nothing more nor less than to create good- 
will. They will visit cities all over the country. They will 
talk, face to face, with representative men on the problems 
of the passenger-carrying business. They will seek, of 
course, to put the case of the companies in a good light; 
but they will no less be ready to hear and understand and 
digest the complaints which the public as a whole has 
against the corporations that it relies upon for the necessity 
of its mobility. 

“The members of these associations do well to come to 
Richmond as the guests of the Virginia Railway & Power 
Company. They will find in it a corporation that gives 
possibly the best street car service that any city the size of 
Richmond can boast. They will find, moreover, a company 
to whom graft is a stranger, the management of which 
started out with the determination that, cost what it might, 
it would never spend a dirty dollar. 

“The representatives of the electrical companies can do 
a great work. They can get the key-note for doing it in 
Richmond.” 

CHANGES IN THE ITINERARY 


The trip of the executive officials of the American 
Electric Railway Association has been extended to include 
the city of Cleveland, which will be reached on the morning 
of Wednesday, May 29. The party will therefore reach 
New York on May 30, instead of May 29, as stated in the 
itinerary published in the ELecrric RarLway Journat of 
April 6, 1912, page 583. Several slight changes have been 
made in the itinerary as made public at that time. They 
are as follows: 

Arrival time in Dallas, Tex., April 30, at 10:40 a. m., via 
the Texas & Pacific Railway, instead of at 7:30 a.m. via the 
Houston & Texas Central Railway. 

Departing from Los Angeles, Cal., May 8, at 8:10 a. m., 
instead of 8 a.m. ; 

Arrival time in Santa Barbara, Cal., 11:35 a. m., instead 
of 11:10 a.m., May 8; departing time 6:45 p. m., instead of 
8:50 p.m., same day. 

Arrival time in San Francisco, Cal., May 9, at 8:30 a. m., 
instead of 9:15 a.m. 

A booklet showing the objects and itinerary of the trip 
has been published by the association. It states briefly the 
advantages to be gained by the trip and gives the names of 
those expected to accompany the party. 

President W. L. Conwell of the American Electric Rail- 
way Manufacturers’ Association has sent to the members 
of that association a copy of this publication. 
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Power Improvements in and Near Richmond 


Details of Extensions and Improvements to the Richmond System 


Including a 9000-kw Turbine and a 33,000-Volt 


= We : 
Transmission Line 


As a part of an extensive program for the enlargement 
of its power generation and transmission service, the Vir- 
ginia Railway & Power Company is now building an addi- 
tion to its combined steam and hydroelectric station at 
Twelfth Street and James River, Richmond. The new por- 
tion of this plant is located at the river edge. The founda- 
tions and walls of this addition were designed to withstand 
a possible pressure of 20 ft. of water during freshet periods 
The framework of the building is of steel, the walls of 
brick, the floors of reinforced concrete and the roof of 
steel truss construction covered with concrete slabs. The 
overhead coal bunkers have been laid out for a storage ca- 
pacity of 100 tons per boiler. Coal will be handled by a 
traveling crane from the storage pit and thence by bucket 
conveyor to a belt conveyor which will distribute it to the 
bunkers. The boiler room is large enough to care for six- 
teen 600-hp boilers and the turbine room for one gooo-kw 
and one 15,000-kw turbine. The immediate installation, 


Tower, 


Richmond Power Improvements—Transmission 
Showing Small Foundation Room 


however, will consist of eight B. & W. 600-hp boilers and 
one gooo kw, 60-cycle, three-phase, 2300-volt turbine. Part 
of the energy so generated will be taken by motor-generator 
sets and part stepped up for transmission through 13,200- 
volt conduits in Richmond. 

Until quite recently the Petersburg end of the system 
depended for energy upon an old steam plant or the Appo- 
mattox River. At present it is served by means of a 500-kw 
motor generator set which is located in this plant but sup- 
plied from the Locks water-power ‘plant, 2 miles from 
Petersburg. This outfit is to be transferred to the Peters- 
burg terminal, where there has already been installed a new 
substation equipment consisting of two motor-generator 
sets, one made up of a 720-hp, 4300-volt, 6o-cycle, three- 
phase motor and a 500-kw, 600-volt generator, and the 
other made up of a 450-hp, 4300-volt, 6o-cycle, three-phase 
motor and a 300-kw, 600-volt generator. When this sub- 


station is in service the old Appomattox plant will be 
abandoned. 

During 1911 a brick substation was erected at Centralia 
about 13.5 miles from Petersburg. This building is laid out 
for two 300-kw motor-generator sets. Its present equip- 
ment consists of one 300-kw, 2300-500-volt motor-generator 
set and four 150-kw, 33,000-volt oil-insulated transformers. 
One phase of the 2300-volt circuit is used for lighting. The 
Centralia plant will serve as a tie for the Locks and Rich- 
mond stations when the Richmond-Petersburg transmission 
line hereinafter described is completed. The present pur- 
pose, however, is to feed from the Locks plant to Rich- 
mond an excess of about 2000 hp. Should energy be trans- 
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gation. 
The transmission 
circuit consists of 


three No. o seven- 
strand copper trans- 
mission wires. The 
six outside strands 
are hard-drawn _ to 
an ultimate tensile 
strength of 60,000 Ib. 
per square inch. The center strand is of soft copper. It 
is not expected to subject this wire in service to a pull of 
more than 1500 Ib, Nevertheless, a test made with grips 
which cut into the wire showed that it could take care of 
pulls up to 5,000 Ib. The towers also carry one 3-in. steel 
grounding wire. 

Each transmission wire is carried on two chocolate-col- 
ored porcelain insulators of the Locke suspension type, as 
shown in one of the accompanying drawings. A special 
feature of this insulator is the copper shield which insures 
the electrostatic balance of the insulator so that hissing 
at the ordinary voltage is avoided. These insulators have 
an ultimate mechanical strength of 14,000 lb. At a manu- 
facturer’s test made for the railway’s representative two of 
these insulators placed in series did not flash over in dry air 
until 150,000 volts was attained. A single insulator did not 
flash over in dry air until 80,000 volts had been obtained. 
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When hung vertically and subjected to I-in. precipitation 
in five minutes, the flash-over potential of two insulators in 
service was 105,000 volts, and of one insulator 60,000 volts. 
In the more favorable horizontal position, the flash-over 
potentials under the same precipitation were respectively 
130,000 volts and 65,000 volts. 

The transmission towers are erected on a right-of-way 
100 ft. wide. They are of the pyramidal type, 15 ft. square 
at the base, 60 ft. 6 in. high and 4 ft. square in the cage or 
cross-arm section, As shogyn in the cuts, the lower part is 
open, so that very little land is lost to cultivation. In fact, 
as the halftone shows, a horse and carriage can be driven 
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Richmond Power Improvements—Suspension Insulator for 
Richmond-Petersburg Line 


through one of the towers. The towers are constructed of 
open-hearth medium steel, structural shape throughout. 
The cross arms, which are designed to carry a second trans- 
mission line, consist of 4-in. channels. All structural parts 
used for the tower and fittings were hot-galvanized and the 
bolts and nuts sherardized. There are no rivets in the entire 
structure. The space between the ordinary towers is 660 
ft. Concrete foundations were used only for the strain 
towers, which are placed one every mile; and for a few 
towers at sharp turns. 

The transmission wires were received in lengths of ap- 
proximately 34 mile and joined with a three-twist tubular 
splice. The wires were strung from tower to tower with the 
aid of snatch blocks. To prevent the nicking of the wire, 
these blocks were provided with copper trolley wheels in- 
stead of the usual cast-iron pulleys. The average amount of 
erection work a day was as follows: Two towers were as- 
sembled by six men, the holes having been dug in advance; 
six towers were erected by a gang of eight men and a two- 
horse team; thirteen towers were supplied with insulators 
by two men; 2% miles of wire were strung and clipped to 
the insulators by ten men and one two-horse team. 

REPORT ON TEST OF TRANSMISSION TOWERS 

Specimens of the towers were successfully subjected to 
the tests given in the accompanying report: 

First Test—A pull of 6000 Ib. in the direction of the line 
applied at the center of the middle cross arm. 
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After release of load tower returned to }4-in. set. 

Second Test.—A pull in the direction of the line of 1500 
lb. applied at the end of the two top cross arms on the same 
side of the tower (aggregate torsional pull of 3000 Ib.). 


Deflection (in.) 


Pull Cb.) (Taken at top of cross arms) 
1 
1500 
2000 1% 
2500 ae 


3000 io : 
After release of load tower returned to I-in. set. 

Third Test.—A vertical load of 1000 Ib. applied to the end 
of the lower cross arm. 


Vertical Deflection (in.) 


ee (Taken at end of the cross arm) 
500 Wy 
750 1% 
1000 1% 


After release of load cross arm returned to 34-1n. set. 

Fourth Test.—A pull in the direction of the line of 1500 
lb. applied to the end of the middle cross arm, together with 
a pull of 1500 lb. at the same point and in the same line 
but in an opposite direction. After both pulls were devel- 
oped, the cable on one side was cut, resulting in the instan- 
taneous application of the opposite 1sco-!b. pull. 


Deflections (in.) 
(Taken at end of arm) 
0 


With both puils of 1500 lb. applied............-.-+..- . 
Immediately after cable was clt..-.....--+-seeeeessees 2% 
The remaining cable strain fell from 1500 Ib. to 800 Ib.. 1% 
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POLE PRESERVATION 
An interesting feature of the trolley line between Rich- 
mond and Petersburg is that about three years ago it was 
furnished with 900 chestnut poles and a year later with 300 
creosoted loblolly poles. The untreated chestnut poles cost 
$3.25 to $3.50 each, and it is estimated that they would have 
an average life of thirteen years. The creosoted poles cost 
$7 each delivered: Both poles are 35 ft. long and have 
8-in. tops. Under present market conditions there is little 
to choose between the two kinds of poles since the lower 
cost of one is practically balanced by the long life of the 
other. According to the company’s experience, however, 
the chestnut poles appear to have better insulating qualities 
than the creosoted poles. 


POPULAR VOTE IN BROOKLYN ON STOP QUESTION 


In accordance with the note on page 636 of the Erecrric 
RAILWAY JOURNAL of April 13, the Brooklyn Rapid Transit 
Company on April 17 and 18 submitted ballots to its patrons 
on which they were asked to indicate their preference with 
regard to near-side or far-side stops-and the omission of 
stops in blocks over 300 ft. long. The ballots were in the 
form of 5-in. x 3-in. cards, which were distributed by the 


Make Cross in Proper Square to Indicate Your Vote 


Are you in favor of 
(1.) The Near-Side StopP- - - - 


(2.) Omitting Stops in Blocks Over -—=-*° 


300 Feet Long? = - % ~ = ~ 


Name. 


Address... 


Give this Ballot to the Conductor or to an. Inspector, or mail it 
to the Company, at 85 Clinton Street, Before April 24th, 1912 


Form of Brooklyn Ballot 


conductors and inspectors. A fac-simile of this card, as 
reproduced herewith, shows the simplicity of the ballot 
form and the fact that the name and address of the voter 
were requested. The public was prepared for the vote by 
explanatory posters in the cars and by advertisements, 
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Report on Ithaca Street Railway 


An Abstract of the Results of an Investigation Made by C. R. B 


arnes, of the New York Public Service Commission 


Second District—Comparisons with Other Cities of Similar Size in the State 


A report has been made by C. R. Barnes, electric railroad 
inspector of the New York Public Service Commission, 
Second District, in reference to the complaint of the Mayor 
of Ithaca, N. Y., against the Ithaca Street Railway. The 
report of Mr. Barnes was made to the commission and 
covers all matters considered in the complaint, which alleged 
unsatisfactory conditions of physical property and finances. 

The system is a small one, consisting of 7.66 miles of 
track, of which 0.59 mile is second track. Except for 2.31 
miles on private right-of-way the track is all on public 
streets. During 1906 an extension of about 2% miles was 
built and it was operated until 1907, but a little more than 
the amount of track thus constructed was abandoned in 
1908. 

The cars available for summer operation in 1910 consisted 
of eleven single-truck cars and three double-truck cars. 
Fourteen single-truck cars were available for winter opera- 
tion. Four of the winter cars are of the semi-convertible 
type and are therefore available for use in summer. 

Including transfer passengers, the total number of passen- 
gers carried during the year ended June 30, 1910, was 2,395,~ 
427. The population of Ithaca in 1910 was 14,802. The 
number of students in attendance at Cornell University was 
5585. The total number of passenger car miles operated in 
the fiscal year 1910 was 419,700. 

Since the completion of the report receivers have been 
appointed for the company. 

TRACK AND ROADBED 

The report declares that the complaint in reference to the 
condition of track and roadbed of a greater portion of the 
system is justified and that the new construction, consisting 
of about one-half mile of double track, is the only portion 
of track on the whole system which is in first-class condi- 
tion. For the safety, comfort and convenience of passen- 
gers certain suggestions for reconstruction are made, with 
the additional statement that economies in operation may be 
realized by compliance therewith. 

RETURN CIRCUIT AND ELECTROLYSIS 

On this subject the report says in part: 

“The complaint in reference to the condition of rail bond- 
ing, return circuit and the effects of electrolysis in water 
and gas mains is justified.” 

This conclusion is based on data given in the report, 
showing a difference of potential between the rail and 
water pipe varying from a fraction of a volt negative to 
134 volts positive. While it was not practicable to make as 
frequent tests between the rail and gas pipe and telephone 
cable as were made between the rail and water pipe, a 
sufficient number of tests were made between the rail and 
these structures to warrant the statement that practically 
the same difference of potential existed between them and 
the rail as between the water mains and the rail. 

“A portion of the tests were made with the assistance of 
the engineers of the telephone company. It was determined 
by them that the amount of current flowing through the 
lead sheeting of the telephone cable at one point was ap- 
proximately 54 amp. 

“Tt was not deemed necessary or advisable to expose the 
gas or water mains for the purpose of determining the 
amount of current which they were carrying, but the as- 
sumption is warranted that the volume of current returning 
to the power house over these pipes is far in excess of that 
carried by the telephone cables. 

“The maximum difference of potential where the rail was 
positive to the water pipe was found on lower State Street, 
where only superficial examination of the track was neces- 


sary to prove that this excessive difference of potential was 
due to defective track bonding. 

“That the defective return circuit of this company’s sys- 
tem caused by broken bonds is a very serious matter in so 
far as water, gas and other underground structures are con- 
cerned is shown by the importance given this subject in 
other cities in this and foreign countries. 

“In addition to the results on underground structures in 
the vicinity of the track the losses in the present return 
circuit are so great that for economies in the use of power 
the defects in the return circuit should be immediately 
remedied, This in most cases can practically be done only 
by track reconstruction.” 

OVERHEAD CONSTRUCTION 

The condition of the overhead construction was found to 
be such that the complaint in reference to it, the report says, 
is warranted. 

The conclusion is that the condition of poles, structures, 
span wires and trolley wires and the alignment thereof, 
especially on curves and turnouts, “was such as to warrant 
the statement that the overhead construction has not been 
properly maintained in the past and that a thorough over- 
hauling of it, with additions of new poles and wire, is 
necessary at present to put it in proper condition.” 

CARS AND EQUIPMENT 

Mr. Barnes says that the complaint that the cars and 
equipment were “antiquated” and in bad repair is not war- 
ranted in so far as it refers to the physical condition of the 
cars and equipment. A detailed examination was made of 
cars, “and while a number of them need paint and varnish 
only four might possibly be placed in the class designated 
by the complaint as ‘antiquated and in bad repair.’ The 
uncomfortable riding in most cases is caused by defective 
track and not by defects in cars. The four cars referred 
to were second-hand cars when secured recently by the 
company. From the records the purchase price of them 
cannot be ascertained. Their present condition warrants 
the statement that no matter what the price was there was 
no economy in the purchase of at least two of them.” 

Special attention was given to the examination of car 
equipment. The company is commended for the manner in 
which its car equipment is maintained. Not a single defect 
of any kind was found in any of the equipment operated. 

RELIABILITY AND SERVICE 

Checks of the service furnished by this company were 
made covering a period of three days. The time and direc- 
tion of each car on the different lines were noted. From 
these data and general observation during the period of in- 
vestigation the conclusion is reached that this portion of 
the complaint is not justified. 

FINANCIAL AFFAIRS OF THE COMPANY 

The company paid dividends in 1904 of $8,125; in 1905, 
$9,750; 1906, $17,875; 1907, $17,875; 1908, $13,000. No 
dividends were paid in 1909 or IgI0. 

An examination into the details of the financial affairs of 
the company is being made by the bureau of capitalization 
of the commission. 

SERVICE FURNISHED 

On account of the large number of students attending 
Cornell University and the location of the different railroad 
stations in the city and vicinity, there is a large and com- 
paratively unusual fluctuation of travel. This travel is of 
such a nature that it is a difficult matter to provide for it 
at all times. Notwithstanding this fluctuation in traffic, the 
checks made show there is very little regular justifiable 
cause of complaint from overloaded cars. 
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On the East Ithaca line cars are run to meet the train, 
a single truck car being used for this purpose. The report 
says that during the investigation passengers were obliged 
at times to ride on the front platform in numbers so as 
seriously to interfere with the proper performance of duties 
by the motorman, also that baggage was piled on the rear 
platform to such an extent that the rear brake could not 
be used in case of emergency. 

On account of the fluctuation of travel to and from the 
East Ithaca station, of which in most cases the manage- 
ment can have no previous knowledge, it is suggested that 
a double-truck car with larger seating capacity be used for 
the purpose. 

BRAKES 

On this subject the report says: “On account of the 
numerous heavy grades the possibility of accidents caused 
by runaway cars is very great. It is such that every 
reasonable precaution should be taken to reduce such pos- 
sibility to a minimum. Reasonable precautions to be taken 
in operation on these grades include cars equipped with the 
most reliable and efficient braking appliances, maintained in 
first-class condition, maintenance of the strictest discipline 
of employees, proper provisions for sanding track and close 
attention to keeping track clear of leaves in the fall of the 
year. 

“All of the cars which are operated on the heavy grades 
are equipped with double chain brakes. The chain extends 
from the hook in the brake rod to the spindle of the hand 
brake. One is an idle chain being one link longer than the 
others. In case the working chain breaks, the idle one can 
be brought into use by another movement of the brake 
handle. The double chain is an added precaution but only 
provides against a broken chain. It does not provide against 
failure of any of the brake equipment between the end of 
the chain and the brakeshoe. Defects in this portion of 
the brake equipment are as possible as in the chain itself. 

“The braking system with which the cars are at present 
equipped is not considered sufficient to meet the require- 
ments of safety of operation on some of the lines on this 
system. All of the cars operated on the heavy grades should 
be equipped with an auxiliary braking system entirely inde- 
pendent from the present brake levers.” 

The methods employed for sanding and clearing track 
are proper and all that is necessary for these purposes. 

DISCIPLINE AND BRIDGES 

Investigation and observation warrant the statement in 
the report that the class of motormen and conductors em- 
ployed and the discipline maintained is one of the important 
elements which have resulted in immunity from serious 
accidents caused by runaway cars. 

The report recommends a further full and complete 
examination of each bridge. 

OPERATION 

In the discussion of this subject the report says that the 
road has been under the direct supervision of a competent 
and efficient operating official for a number of years. The 
different lines of cars furnish a reasonable means of trans- 
portation between the business section and the different out- 
lying residential districts. Compared with other cities of 
about the same population, there is a reasonable amount of 
track in Ithaca. 

During the investigation it was noted that a double-truck 
trail car was operated on one line by being pushed ahead 
of a motor car. This, the report says, should be discon- 
tinued. A telephone system with telephones at each turnout 
should be established. 

POWER 

The annual report of the company for the year ended 
June 30, 1911, shows that the total power expenses for 
power purchased for that year were $30,699. It also shows 
that the company received from the sale of power during 
that period $22,755. This leaves a balance of $7,944, which 
is apparently the cost of power used in railroad operation. 
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The report shows that the basis on which power is bought 
varies from $30 to $40 per electrical hp per year, depend- 
ing on the amount purchased. Under this arrangement the 
company is enabled to sell a portion of the amount pur- 
chased at a profit. This profit applied to the account of 
power purchased makes a material reduction in the cost of 
power used for railway purposes. Mr. Barnes adds: 

“While the expenditures for power purposes on this 
road are not exorbitant, a material reduction in this ac- 
count could be made with proper overhead and return cir- 
cuits, which would result from reconstruction of track and 
overhead as suggested. The report for the year 1902 shows 
receipts from salvage of power house equipment which was 
destroyed by flood and boiler explosion of $6,579. 

“Observation showed that at times there was not sufficient 
power properly to operate, heat and light the maximum 
number of cars in movement on the system, especially on 
the heavy grades. The reconstruction of track and over- 
head as suggested would result in material additions to the 
power available with the present transformer station equip- 
ment. With these improvements completed the present 
equipment would be sufficient for power purposes except 
in extreme cases of heavy travel, to provide for which ad- 
ditional transformer capacity may be necessary in the fu- 
ture 

SUMMARY OF REQUIREMENTS AND SERVICE FURNISHED 

The Ithaca Street Railway carries more passengers than 
any other railroad operated in a city of the population of 
Ithaca. Among the principal causes which tend to increase 
travel on this road is Cornell University and its location. 
The principal buildings of this institution, the fraternity 
houses and dormitories are nearly all located on the hill, the 
elevation of which above the business portion of the city is 
such that comparatively few walk between these points. 
In addition there is an extensive resident population adjoin- 
ing the campus which is served by the cars and which 
patronizes them on account of the steep hill. All of the 
railroad stations are so located that a large proportion of 
the people in the residential and business section must patro- 
nize the company’s car to reach them. Percy Field, on 
which all of the athletic games of Cornell are held, is 
located outside the walking distance limit. Nearly all of its 
patrons use this company’s cars. Renwick Park is the 
only pleasure resort within a convenient distance of the 
residential and business sections of the city. This company’s 
cars are the only public means of conveyance and a com- 
paratively large volume of travel during the summer must 
result. 

That these conditions affect the travel favorably is shown 
by the comparison in Table I of the number of passengers 
carried on various systems operated in cities of about the 
same size and serving approximately the same population. 


1910 Passengers, 5-Cent 


City. Population, Fares and Transfers. 
IRD AGS. "cid irene on & coe ROE RR oe 14,802 2,395,427 
Middletown (including interurban line) 15,313 1,357,575 
Hornell (1909 report)... ...sa0>sessee 13,617 421,097 
Plattshurye - ss ys.cewen eee 11,000 628,305 
Corning (also interurban)............ 13,730 1,076,361 
Peekskill (also interurban)........... 15,245 1,451,107 


Continuing, the report says: “The large volume of travel 
on this road is demonstrated by the gross income of the 
company for 1908, which was $122,439; for 1909, $127,421 ; 
for 1910, $126,069, and for the year ended June 30, 19Td, 
$136,356. 

“This income from 7.66 miles of track operated, which in 
I9QII was an average of $18,278 per mile of road, with 
proper economical operation would warrant the mainten- 
ance of track, roadbed, overhead structures, cars and equip- 
ment in first-class condition and a service to meet the re- 
quirements of safety, comfort and convenience of passen- 
gers. The detailed statements in this report show that with 
the exception of car equipment maintenance none of the 
above requirements is being complied with. 


i | 
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“The operating expenses for 1 i 
908 were $78,159; in 19009, 
$83,920; in 1910, $89, 984. The annual report for IQII 
shows the operating expenses as $94,883. 
The number of car miles operated during the above 


Taste II—Cosr anp ReEvENUE PER Car Mire—Cenrs. 


Cost. R é 
aes ates SMMC Roal bac Wit rel Pirate as el Srate-'e 0 Wale lex bic 19.24 30.18. 
STS pee Neate eepedapep enna a ao 
ee a esha s>, 21-4 is 
4 


Increase 


4 
aac 12.7 per cent 


years was as follows: In 1908, 406,283; 1909, 387,722; 1910 
419,926; 1911, 402,058. , . 

“The above figures show that the cost per mile and rev- 
enue per car mile during these years was as shown in 


Table IT. 
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“In the case of the Ithaca Street Railway a large pro- 
portion of the income (in the year 1910, 16% per cent) was 
derived from the sale of power and is reflected in the re- 
port in increased earnings per car mile. Reducing the ap- 
parent earnings per car mile of 30.08 cents 16%4 per cent 
would make the actual gross income from passenger earn- 
Ings 25.12 cents, which would still compare favorably with 
the receipts on other roads, and would not affect materially 
the deductions and conclusions in the report based on earn- 
ings per car mile. 

“The statement shows that the operating expense per 
car mile on the Ithaca Street Railway is higher than on any 
other road except one, the Orange County Traction Com- 
pany. 

“The net revenue per car mile exclusive of interest and 


Taste 1V—OrerATING EXPENSES PER CaR MILE. 
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International Railway, Buffalo........ $.0242 5.00842 bps be 
New York State Railways, Rochester.. .0323 ‘ $ 0215 
United Traction Company, Albany.... .0196 ee ee 
Syracuse Rapid Transit Railway....... .0377 on 
Schenectady Railway ................ .0248 oe: 
PLGMMPN ES TUDOR. veees nue smn sean mmc s -0453 ve 
Westchester Electric Railroad......... -0169 ie 
eee MR? ACN AML aR ane -0093 e343 
Pina ac Roce sok os Se tial eats en 0154 ee 
SAE eas a, Che a .0245 a es ee 
Orange County Traction Company.... .0346 .00377 ata 
Kingston Consolidated Railroad........ -0856 Se Fao 
Lg ee Se ee .02 -000478 Sats 
Ithaca SRBSD She ae Sagas mod oH ue uS ee Sm -01212 -00401 
Black River Traction Company........ .0089 Seto ees 
“poe eee ee err .0168 ery .00523 
Wallkill Transit Company............- -0388 eee -0338 
Corning & Painted Post Street Railway .0455 Rises -018 
wee Sy Ee ee nee -0051 Sales 
Hornell Traction Company............ -0399 
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0175 00207 5 0417 +008 were 0508 
01143 0152 0917 0266 0596 
0206 0264 .1018 027 0578 
0212 0418 1176 0293 0534 
0166 0431 117 0337 0618 
0095 0381 0975 0249 048 
0140 0221 0759 0126 048 
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.0136 004915 ace .216 0744 0241 .0459 
.0099 .0245 ec .0409 .0895 .0216 0465 
0135 Dates $.0166 .0312 .0833 02585 0487 
.0078 ae 0024 0349 00872 0291 
008 0243 0715 0131 0398 


“For comparison Table III is given of the earnings, ex- 
penses and net revenue from operation per car mile on the 
different city railroads in this Second Public Service Dis- 
trict for the year IgIo. 


Taste I]I—Car Mire Resutts or OperaTION 1N 1910—CeEnTSs. 


Net Revenue 
er Car- 

Mile, Exclus- 

ive of Interest 


Road. Income. Expenses. and Taxes. 
International Railway (Buffalo)........ 27.78 16.6 11.18 
New York State Railways (Rochester).. 28.05 16.2 9.85 
United Traction Company (Albany).... 23.69 14.96 8.73 
Rapid Transit Railway Company (Syra- 

PID nesses cee xendnaeeKecese hess? 25.45 19. 6.45 
Schenectady Railway: sccvevceccaveness 30.16 19.2 10.96 
Wonters Railroad... vcxsccdensnvodesvse 22.82 21.2 1.62 
Westchester Electric Railroad (Mt. Ver- 

MID os Semmens ccepeee esa thn dilees xs 17.69 14.9 3.79 
tr atenvrtE | Sa nied earn os ieee eee aoe os 20.00 Tip, 8.3 
WRITES Bu Helen Gare Bad one Seren Caer and we 18.78 13.5 5.28 
CPSC its oars wea ies wo Ses Aw eee vole 23.62 16.9 6.72 
Orange Co. Traction Company (New- 

PUGH. cab ever cK cepts ch eveeversn 30.91 23.5 7.41 
Kingston Consolidated Railroad........ Ve 16. 11.31 
Poughkeepsie City .......-2eeecereeess 26.34 18.8 7.54 
1 ns ee Pe er ee ere ee ree 30.08 21.4 8.68 
Black River Traction Company (Water- 

town) MON en Rts an aoe ods ni eal ee sD 19.6 1.45 
WGGKSKU ae cccasviestesever edeetxtnear 1.21 12.5 9.41 
Wallkill Transit Company (Middle 

COWIE) Sst csc senvactenesseensessce 18.04 14, 4.04 
Corning & Painted Post Street Railway 23.43 15. 8.43 
Ogdensburg .......:ceeenecseccsceners 9.10 i a 


Hornell Traction Company.........--- 16.92 1 


“Tt will be seen from Table III that the receipts per car 
mile on the Ithaca Street Railway are the largest with two 
exceptions, the Schenectady Railway and the Orange 
County Traction Company (Newburgh), both of which 
operate interurban lines. The revenue per car mile on both 
of these roads is only a fraction of a cent higher than that 


of Ithaca. 


taxes is greater than on thirteen of the roads mentioned 
and is less than on six of them. 

“In Table IV the column headed ‘Maintenance of Way 
and Structures’ includes all charges for maintaining track, 
overhead structures, bridges, etc., removal of snow and ice 
and depreciation. The column ‘General Miscellaneous Ex- 
penses’ includes all charges for salary and expenses of 
general officers, general offices, insurance accidents and 
miscellaneous general expenses. The column headed ‘Total 
Expense of Conducting Transportation’ includes all charges 
for power expenses (shown in column under that head), 
conductors and motormen (shown under that head), super- 
intendence and solicitation, advertising park and other at- 
tractions, carhouse employees, carhouse expenses and other 
miscellaneous transportation expenses. The charges in the 
column headed ‘Depreciation’ are included in the previous 
statement of expenses per car mile. 

“The expenditure for maintenance of way and structures 
on the Ithaca Street Railway is less than on any of the roads 
mentioned with three exceptions—Binghamton, Black River 
Traction Company and the Ogdensburg Street Railway. 
Recent examinations of these three roads show that proper 
expenditures for this purpose on them have not been made. 

“Comparing the cost of this item in Ithaca with the ex- 
penditures for the same on the International Railway, the 
New York State Railways, the United Traction Company, 
the Syracuse Rapid Transit Railway, the Schenectady Rail- 
way and the Yonkers Railroad, all of which are greater, in 
these cities a large proportion of the cars operated are 
double-truck cars, which on account of their weight tend to 
increase the cost of maintenance of way and structures. In 
most of these cities there is considerable asphalt pavement, 
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which also adds to the cost of track maintenance. The vol- 
ume of vehicle travel on the streets of these cities is a fur- 
ther cause of increased track maintenance in them. To offset 
the causes for additional maintenance expense on these 
roads a large portion of the track was originally constructed 
and other portions have been reconstructed with heavy 9-1n. 
girder rail laid on modern substructures. For these reasons 
the basis for comparison between cost of maintenance im 
Ithaca and those cities is considered a proper one. 

“In the cities of Jamestown, Newburgh, Kingston, Pough- 
keepsie, Middletown, Corning and Hornell the conditions of 
traffic, class of cars operated, kind of rail and date of con- 
struction approximate those in Ithaca. It will be seen that 
in all of these cities the expenditures for track maintenance 
per car mile exceed that made in Ithaca for that purpose. 

“The statement shows that four of the roads mentioned 
during the year 1910 set aside amounts to the account of de- 
preciation of ways and structures, viz., the International 
Railway, Orange County Traction Company, Poughkeepsie 
& Wappinger Falls Electric Railway and Ithaca Street Rail- 
way; that five companies made expenditures during that 
year from that fund for track maintenance—New York 
State Railways, Kingston Consolidated Railroad, Peekskill 
Electric Railway, Wallkill Transit Company and Corning & 
Painted Post Street Railway. The Ithaca Street Railway set 
aside its first amount for a depreciation fund for this pur- 
pose in 1910. This amount was $1,680. 

“An examination of the cost of maintenance of equipment 
shows that the company spent during the year a compara- 
tively reasonable amount of money for that purpose. 

“The expenditures under ‘power expenses’ develop the 
fact that the company’s records show that the cost for power 
per car mile is greater than on any of the roads mentioned 
but one, the Black River Traction Company. The latter com- 
pany has a flat-rate contract for power use and maintenance 
of cars and carhouse, and for this reason its cost for power 
cannot be used properly for comparative purposes. 

“The total expense of conducting transportation is greater 
on the Ithaca Street Railway than on any of the roads men- 


tioned except the Black River Traction Company. This fact’ 


is explained partially by the apparent high cost of power. 
The general miscellaneous expenses of this company are 
greater than on any of the roads mentioned with three ex- 
ceptions, the Poughkeepsie City, Yonkers and Schenectady 
railways. 

“The figures in the column ‘Motormen and Conductors’ 
show a peculiar condition. While this company does not pay 
motormen and conductors a higher rate of wages than a 
number of smaller roads mentioned, nor as high a rate as a 
number of the larger roads, yet its cost per car mile for mo- 
tormen and conductors is more than any others and is far in 
excess of most of them, being $0.0687, which is approached 
only by one road mentioned, the Yonkers, on which the cost 
is $0.0618. 

“The annual reports of the year 1910 show that the Yon- 
kers Railroad pays motormen and conductors per day 21.5 
per cent more than is paid by the Ithaca Street Railway, and 
yet it costs the Yonkers Railway 10 per cent less per car 
mile than the Ithaca Railway. This is the result of the fact 
that a crew in Yonkers makes 35.5 per cent more car mileage 
in a specified time than a crew in Ithaca, ‘The grades and 
slow track in Yonkers are equal to those in Ithaca. 

“This condition is further emphasized by comparison with 
‘the records of operation of the Peekskill Railroad, which 
pays practically the same wages for motormen and conduct- 
ors as are paid by the Ithaca Street Railway and on which 
there are also heavy grades. These records show that a 
crew on the Peekskill road makes 50 per cent more mileage 
in a specified time for the same wage than is made by a 
crew on the Ithaca road. : 

“The figures shown in the column ‘Depreciation of Equip- 
ment’ are given as a matter of general information and are 
not considered of great importance in the consideration of 
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the subject under investigation except that they show that 
the Ithaca Street Railway during 1910 set aside its first 
amount for depreciation of equipment. This amount was 
$1,683. 

“Summarizing the analysis of the different items of car- 
mile cost shown in the table, the following conclusions are 
reached : 

“(a) Sufficient money was not spent for track mainte- 
nance during rg1o. The $1,680 placed in the depreciation 
account, way and structures, in that year should have been 
expended on the track and overhead. 

“(b) Reasonable maintenance expenditures were made 
during that year for maintenance of equipment. 

“The $1,683 placed in the depreciation of equipment ac- 
count should have been expended on maintenance of way and 
structure. 

“(c) That the records and reports of the company in ref- 
erence to cost of power for the operation of its railroad are 
incomplete and misleading. 

“(d) That the total expenses of conducting transporta- 
tion as shown by the records are exorbitant, which is par- 
tially the result of the indicated high cost of power. 

“(e) That the general miscellaneous expenses of the com- 
pany are also exorbitant. 

“(f) That the costs of motormen and conductors per car 
mile are far in excess of what they should be. This is not 
the result of the wages paid these employees, but is the re- 
sult of methods of operation employed, poor condition of 
track and overhead construction and shortage of power, 
available at the motors. While it is realized that there are 
several points on this road where safety requires slow speed, 
there are large portions of it on which present speed could 
be exceeded with proper conditions of track, overhead and 
sufficient power. 

“(ge) With the present conditions of track and overhead 
structures no depreciation for either way and structures or 
equipment accounts should have been charged off. Econo- 
mies in operation would have been effected if money debited 
to these accounts had been expended in maintenance of track 
and overhead structures. 

NET INCOME AND OPERATING EXPENSES 

“Notwithstanding the increase in operating expenses 
shown in the financial statement from $78,159 in 1908 to 
$89,984 in I910, an increase of $11,825, the company has 
shown a net income which in 1908 was $44,280; in 1909, 
$43,501; in 1910, $38,085. The annual report for 1911 shows 
operating expense of $94,833 and a net income of $41,523. 
The above net income is only the net income from operation 
after deducting operating expenses. 

“The large increase in operating expenses between 1908 
and 1911 of $16,674.50 is not reflected wholly either in the 
present condition of track, overhead structures, cars or 
service furnished. In rg08 the company operated 406,283 
revenue car miles; in I9TI, 402,058 revenue car miles. 

“After deducting interest on funded and floating debt and 
taxes the company had a net corporate income varying from 
a deficit of $6,416 in 1910 to a surplus of $16,776 in rort. 

“These figures show a financial ability properly to main- 
tain track, overhead structures and equipment and to fur- 
nish a service to meet all reasonable requirements of traiis- 
portation. 

“Dividends to the amount of $66,625 were paid during ihe 
years 1904 to 1908 inclusive. The present condition cf ihe 
company’s property warrants the statement that this monev 
should properly have been expended in maintenance, recon- 
struction and the purchase of new equipment.” 


The Bureau of Manufactures, Department of Commerce 
and Labor, in referring to trackless trolley systems in op- 
eration in England, announces that circulars which contain 
descriptions and illustrations of trackless trolleys are on 
file in the Bureau of Manutactures and will be loaned to 
interested persons or firms. 
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The Wausau Street Railroad Company’s Park 


A Description of Rothschild Park Located on a 9-Mile Inte-urban Road Near Wausau, Wis.—A Successful Park to Which 


the Entire Property Credits lis Preseni Prosperity 


The Wausau Street Railroad Company, with M. C, Ewing 
as its general manager, operates a 9-mile interurban road 
connecting Wausau, Wis., with Rothschild and Schofield 
and furnishes light and power to the city of Wausau. This 
company owns and operates Rothschild Park, located on the 
bank of the Wisconsin River, 5 miles south of the city of 


Rothschild Park—Entrance to Pavilion and Park 


Wausau, to which is largely credited the success of the 
entire property. It is probably one of a great many parks 
built by interurban roads which have prospered, but a 
description of it and the methods used in making it profit- 
able should be interesting. 

The park consists of about 4o acres of water, islands and 
land, the latter being covered with a beautiful native pine 
grove. A stone pavilion, go ft. x 164 ft., has been built on 
a bluff overlooking the river, within a few feet of the 
water’s edge. The electric road runs within ro ft. of the 
main entrance of the pavilion, enabling people to attend 
entertainments regardless of the weather conditions. The 
pavilion is a beautiful building constructed largely of 
granite and steel, as shown in the accompanying illustra- 
tions. The walls, which have the same appearance inside 
and out, are of gray granite laid in the rough, the mortar 
being cut back so that it is concealed. The building is 
inclosed with casement windows and French doors, which 
permit the building to be closed in the winter and open in 
the summer. 

The dance floor, which is 55 fit. x 131 ft. and supported 
on spiral springs, is surrounded by wide verandas with 


Rothschild Park—Rustic Dining Room 


overhead balconies furnished with numerous comfortable 
Mission style divans and chairs. The ballroom serves many 
purposes, being used tor public dances, private parties, 
banquets, concerts and lectures. No charge is made for 
its use for private parties, except in cases where special 
service is rendered, and the carfare for a 5-mile ride to the 


park from Wausau is 10 cents each way. A well-equipped 
dining room handsomely furnished and finished in rustic 
style, as shown in the illustration, occupies a floor space of 
36 ft. x 72 ft. at one end of the pavilion, and an immense 


Rothschild Park—Ballroom 


fireplace constructed of boulders gives the room a very 
cozy appearance and makes it comfortable in cool weather. 
A completely equipped kitchen, which will serve a banquet 
for 500 people or a lunch party equally well, is located off 
the dining room. Both the dining room and the kitchen are 
leased on a percentage basis, as is the boathouse on the 
Wisconsin River. The inclosed portion of the pavilion, 
including the ballroom, dining room and kitchen, is heated 
in cold weather by an indirect heating system, which can 
also be used for cold-air ventilation in the summer. 

The citizens appreciate the park and want it, as has been 
shown by their patronage. The general demand for the 
replacement of the pavilion when the original structure was 
totally destroyed by fire was another evidence of their ap- 
preciation. The company wants it, as it gives the people 
who cannot afford luxuries enjoyable and cheap entertain- 
ments and outings. The public dances are attended equally 
by all classes of people. The best citizens of the com- 
munity go there because they have absolute confidence in 
the moral tone of the park. The best order is maintained 
and objectionable characters are not to be found. The 
sale of liquor has never been permitted, and is prevented 


Rothschild Park—Roller Coaster 


for all time by the terms of the company’s deed for the 
park tract. 

An amusement company has erected a “figure eight” 
coaster on the ground, and the privilege was given upon a 
percentage of the gross earnings basis. The coaster has 
never made much money for its owners, but has been a 
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good source of revenue for the company and is an added 

attraction for the public, as it is the only riding device on 

road company has had in the past are athletic contests of 

all kinds, rowing and launch races, high dives, aeroplanes, 

fancy skating, ice skating and lectures. During the coming 

summer a ten-day Chautauqua with an excellent program 
The pavilion has been kept open winter and summer for 

four years. It showed a profit the first winter, and since 

summer and fall the pavilion shows a net 

profit and is well patronized. The park 

financial point of view, although its re- ie 

ceipts during the entire operation have | 

erating expense; yet the road’s receipts 

have been greatly increased by reason of 

ing two spring months when the park 

was not operated, as the receipts of the = 

compared with the same months of the ee 

previous year. ; 

it lacked sufficient patronage to en- 

able it to succeed. It did not have a power plant or 

of rail running “from nowhere to nowhere,” as the gen- 

eral manager describes it. It was through the establish- 

to make the road show a profit instead of a loss and make 

the property a success instead of a failure. By reason of 

years has been able to get on a splendid financial basis, with 

approximately $1,000,000 worth of assets. These assets in- 

and power business, and the annual gross receipts have in- 

creased from $30,000 to $140,000. The management has 

properties in a high state of efficiency, to pay each year 

reasonable returns on its invested capital and to carry 


the grounds. Some of the special attractions that the rail- 
musical programs, vocalists, motion pictures, roller skating, 
will be given on the park grounds by the citizens. 
the novelty has worn off it has paid expenses. During the 
as a whole has been successful from a 
fallen a little short of paying the op- | 
it. This increase was made evident dur- 
road dropped $1,000 per month when 

When the Wausau railroad was built 
any kind of power contract, but consisted of a few miles 
ment of Rothschild Park that the management was enabled 
the park’s early success the company during the past four 
clude valuable water-powers and a large and profitable light 
been enabled through the park’s success to maintain all its 
liberal depreciation and reserve funds. At the same time 


Rothschild Park—Boating on Lake Wausau 


the public is furnished with satisfactory service at reason- 
sonable rates. The management states that while this total 
increase was not due to the park receipts, yet without the 
park when the road was new the company would never 
have prospered. 


It is stated that work on the street railway in Panama is 
at last to be started and pushed to a speedy conclusion. Mr. 
Heberd, the engineer in charge, is on the ground. 
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PAY CARS ADOPTED IN BOSTON 


On Monday, March 18, 1912, the car crews of the Boston 
Elevated Railway Company were surprised to learn that 
thereafter they would be paid from a car after the manner 
of steam railroads instead of from the table in the lobby. 
For many years the equipment of the treasurer’s office had 
included three horses, four wagons and necessary accesso- 
ries. It had been the practice of the four paymasters to 
drive from the downtown office building to the twenty-four 
operating carhouses. At present the weekly disbursement 
to almost 5000 uniformed employees 1s nearly $90,000. 
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Plan of Boston Pay Car 


During the past six years the company has collected the 
revenue from its various depots between 4 a. m. and 8:30 
a.m. in two 20-ft. single-truck cars adapted to the purpose. 
These cars have remained idle during the rest of the day, 
but by the expenditure of a few hundred dollars they have 
been fitted up as pay cars, and a schedule has been so 
arranged that from 4 a. m. to 8:30 a. m. they can be used 
as collecting cars and from 8:30 a. m. to 6 p. m. as pay 
cars. Thus they earn a greater return on the investment 
in them. With the exception of a single wagon for use in 
emergency, the old equipment will be disposed of or utilized 
by some other department. 

The use of cars has made a considerable saving of time 
and has reduced the total hours at present consumed per 
week in transportation from twenty-one to seventeen. To 


The Old Method of Paying Men in Boston 


reach the furthest carhouse by direct route formerly took 
one hour, but by car this time has been reduced to forty 
minutes, or a saving of twenty minutes in each direction. 
This allows a longer period at carhouses and reduces the 
crowding. Trainmen, when paid, pass from one end of the 
car to the other in single file. The motorman of the pay 
car while it is at the carhouse is utilized to supervise the 
line and if necessary to allow some man who must run a 
trip to secure his pay quickly. 
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The efficiency of the paymasters also has been consider- 
ably increased through the improvement in their working 
conditions. Under the former conditions, each lobby was 
arranged differently and it was disconcerting to have ever- 
changing conditions when handling money. Often in the 
past the surging of the crowd of laughing, talking employees 
forced the paymaster to suspend paying until quiet was 
restored. 

The feature of greater security is likewise important. 
Under the new arrangement there will be three men instead 


The New Method of Paying Men in Boston 


of two as protection. While the car is on the street one 
paymaster remains on the rear and acts as trolleyman, and 
the other remains inside in the cage. When the two pay- 
masters drove about with the money under the seat they 
took the quickest way through streets not always thickly 
settled. But the car necessarily travels over the more im- 
portant highways where there is greater police protection 
and where a hold-up would be extremely difficult. 


OF COMMISSION UPHOLDING RATES OF 
FARE IN SAVANNAH, GA. 


DECISION 


The Railroad Commission of Georgia has rendered a 
decision in a case involving rates of fare and other matters 
affecting the Savannah (Ga.) Electric Company. The 
decision in the main denied the requests of the Citizens’ 
Association for reduced fares, changes in schedule, in- 
creased transfer privileges, etc. 

A previous decision rendered by the commission on Nov. 
17, 1911, disposed of some matters of which complaint had 
been made. There remained to be decided the questions 
arising out of the request for reduced fares on suburban 
lines and the changes of schedules and increased transfer 
privileges mentioned. 

An analysis of the results of operation for the twelve 
months ended Dec. 31, 1910, was made for the commission 
by the American Audit Company of New York. The com- 
mission says that it is now well adjudicated and universally 
accepted that a public service corporation is entitled to 
charge such rates for its services as will earn for it reason- 
able returns upon the fair value of the property being used 
by it for the public convenience, provided that such rates 
shall be reasonable and not more than the service rendered 
the public is worth. 

In reaching a conclusion as to the value of the property 
used in railway service, the commission had the assistance 
of three engineers, H. E. Riggs, of Ann Arbor, Mich., 
Edward G. Connette, transportation engineer New York 
Public Service Commission, First District, and L. R. Nash, 
of Stone & Webster. The first named of these was em- 
ployed by the complainants and the last two by the com- 
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pany. The reproduction values submitted were as follows: 
Mr. Riggs, $1,588,182; Mr. Connette, $2,157,640; Mr. Nash, 
$2,200,635. 

Mr, Riggs deducted from his figure $308,151 for deprecia- 
tion, leaving a net present value of $1,280,031. He stated 
that he had omitted several items from his valuation, as he 
was not fully informed regarding some and thought that 
others were not necessary or actually used in railway opera- 
tion, In the first class were such items as working capital, 
$30,000; material and supplies, $24,773; two vacant lots for 
carhouse additions, $10,500, ete. In the second class were 
the casino property at Thunderbolt, the Isle of Hope 
pavilion, the Lincoln Park property, 39 per cent of the 
wharf property, ete, 

Messrs. Connette and Nash included these items and 
others of a similar character. The commission for reasons 
which seemed to it good and satisfactory used the Riggs 
appraisal as a basis, adding to this some items which in its 
opinion should have been included, allowing a slightly 
higher percentage for overhead and development expenses 
than was allowed by Mr. Riggs, increasing somewhat his 
real estate valuations and making further allowance for 
fair values as distinguished from reproduction physical 
values. As a result it fixed a fair value for property in 
railway service devoted to public use at $1,750,000. 

From this valuation certain properties not necessary to 
or used in railway operations, including all franchise values, 
were excluded. The commission is of the opinion that the 
company is not entitled to earn upon the value of its fran- 
chise grants as property investments. The casino property 
at Thunderbolt and the pavilion at the Isle of Hope are 
included in view of the peculiar local conditions at Savan- 
nah, which make these traffic-producing factors. 

The operating expenses, maintenance and repair accounts 
were declared as a result of an investigation of the com- 
mission not to be extravagant or unreasonable but the con- 
trary. In order that this might be determined, it was nec- 
essary to examine extensively into the light and power 
departments of the business. The commission allowed as 
fair and reasonable the annual rate of 3 per cent of the 
total valuation of the physical properties for depreciation 
and obsolescence. Taxes were divided between the railway 
and light and power departments according to their re- 
spective valuations. General expenses were largely dis- 
tributed between the two departments as actually incurred 
for account of each. Items common to both were distrib- 
uted according to gross income of the railway and what 
should have been the light and power department gross 
had normal charges been made. 

For the fiscal year ended Dec. 31, 1910, the last year com- 
pleted when the complaint was filed, the gross income of the 
railway department from railway operations, rents and 
privileges, was $448,990; from interest on bank balances, 
$216; total, $449,206. Deductions allowed by the commis- 
sion were as follows: Maintenance of way, structures and 
equipment, $48,467; traffic, superintendence, advertising, 
etc., $17,329; transportation, $131,557; general and miscel- 
laneous, $57,189; railway proportion of all taxes and assess- 
ments, $23,595; average annual depreciation, 3 per cent on 
$1,750,000, $52,500; total deductions, $330,637; available 
for interest on funded debt and dividends, $118,560. 

The net income is equal to 6.77 per cent on $1,750,000. 
It is not, the commission says, unreasonable or excessive or 
such as to justify a reduction in fares. The commission is 
also of the opinion that the suburban passenger fares now 
in effect under existing conditions are not, in and of them- 
selves, unreasonable to the public. Furthermore, street 
railway traffic in Savannah is not comparable with that of 
other cities in the South. The commission, however, is 
not without hope that the traffic and business may soon 
reach the condition which will make 5-cent fares to Thun- 
derbolt and the Isle of Hope fairly remunerative. It will 
not hesitate to reinvestigate the question. 
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Contract for Power in Cleveland - 


Terms of Agreement Between the Cleveland Electric Hluminating Company and the Cleveland Railway by Which the 
Former Is to Furnish Power for Railway Purposes for Ten-Year Term—Rates and Other Provisions 


The agreement between the Cleveland Railway and the 


Cleveland Electric Illuminating Company by which the lat- 
ter is to furnish power for railway operation for ten years 
has been filed with the City Council of Cleveland. It con- 
tains a number of clauses, a summary of which follows: 

In Section 1 the power company agrees to sell, deliver 
and continuously maintain ready for the use of the railway 
for railway purposes only electric power at the points or 
substations enumerated and for increases at such points, or 
at points that in accordance with the agreement may be 
agreed upon hereafter, or for increases also at such points. 
The railway company agrees to purchase and pay for such 
electrical energy in accordance with the agreement. The 
power is to be delivered continuously each day in the year, 
except as provided otherwise, for ten years’ from Noy. 1, 
1912, and for such extensions of time as may be agreed 
upon hereafter. In the event that the railway company 
shall at any time during the three years preceding the 
expiration of the agreement or the expiration of any ex- 
tension serve any notice upon the power company for an 
increase of power as provided, the agreement shall be 
thereby extended for three years from the date that such 
increase is in readiness to serve by the power company. 

Section 2 provides that the power company shall furnish, 
provide, operate and maintain all of the necessary plant and 
generating equipment, underground conduits and cables, for 
the generation and delivery of the power. The power shall 
be three-phase alternating at approximately 60 cycles per 
second periodicity and from 10,000 volts to 11,000 volts at 
point of measurement and shall be delivered at reasonably 
close regulation for railway purposes, provided that the ap- 
paratus of the railway company is-of approved design and 
pattern and in accordance with good practice for such op- 
eration. 

Section 3 provides that the power company shall install 
and maintain all of the conduits and cables from its point 
of supply necessary for the delivery of the power. Such 
cables shall be extended into the receiving stations of the 
railway. The power company will equip such cables with 
proper terminals in the receiving stations suitable for the 
railway to connect to its high-tension switches. It will also 
install at its supply stations switches or other protective 
devices to protect the cables from excessive current or ac- 
cident. 

Section 4 states that the railway shall furnish suitable 
structures for substations and shall equip, maintain and 
operate such stations as are mentioned, or may be estab- 
lished hereafter under the agreement, and shall install all 
of the necessary rotaries, transformers, high-tension switch- 
boards, switches, cables, protective devices, connections and 
other appurtenances in the interior of such substations that 
may be necessary for the use for railway purposes of the 
power delivered, All of such apparatus shall be of proper 
design, material and workmanship. The railway company 
agrees that it will on the high-tension side and on the low- 
tension or direct-current side. of its receiving station ap- 
paratus install proper switches, circuit breakers or other 
protective devices for the protection of the cables of the 
power company against excessive demands or accidents 
which may arise from any cause whatever, and that it will 
adjust such switches and devices so that in the event of any 
excessive demand or accident occurring in the receiving 
station or arising from the distributing system the switches 
and devices at the railway receiving station will trip out at 
an earlier point than the switches and protective devices at 
the power company’s supply station. 


tive days in the month. 


Section 5 provides that the power company shall install 
all of the necessary conduits, etc., on or before Nov. I, 1912, 
in order to be in readiness to serve the railway company 
with power at four substations with a total maximum de- 
mand of 15,500 kw. 

ADDITIONAL POWER 

Section 6 says that after Nov. I, 1913, the railway may 
require the power company to supply additional power 
either in increases to the four substations mentioned or to 
additional substations. In such event the railway shall 
notify the power company in writing. At least five months’ 
notice shall be given for each intended increase to the then 
existing substations which would amount in the aggregate to 
4000 kw or less, and at least ten months’ notice for the estap- 
lishment of each additional substation or in the event that 
the aggregate increase to the then existing substations shall 
be in excess of 4000 kw. After any such notice no notices 
for further increase shall be served by the railway upon 
the power company within ten months unless by request of 
the railway and consent of the power company the condi- 
tions of this clause are waived in any particular instance 
for a specific increase. 

Section 7 provides that the railway company shall pay for 
the power delivered and the minimum power contracted 
for under the terms of the agreement, as specified in the 
clauses under Section 8. 

Section 8 provides that all of the power shall be metered 
at the supply stations on the outgoing lines to the sub- 
stations and all instruments for measuring either the de- 
mand, the kilowatt-hours or the power factor shall be in- 
stalled, maintained and kept in repair by the power com- 
pany at its supply stations, and the power company guaran- 
tees that the loss in transmission will not in any one 
month exceed 5 per cent of the power transmitted. The 
actual demand shall be measured either by watt-hour meters 
or by graphic recording watt-meters, as the power company 
may elect, or by any other method that may be mutually 
agreed upon. The kilowatt-hours delivered shall be meas- 
ured by watt-hour meters to be read at noon on the last day 
of each month. The actual demand at each supply station 
shall be determined monthly by the power company by the 
selection of one hour out of three consecutive days in the 
month, and the hour so selected shall be an integral hour, 
as, for instance, from 4 p. m. to 5 p..m., or from 5 p. m. to 
6 p.m., and the combined output for the three hours so 
selected shall be greater than the combined output of any 
other three hours recorded during any other three consecu- 
One-third of the aggregate kilo- 
watt-hours so selected shall be the kilowatt demand for that 
month, It is expressly agreed that the sum of the demands 
established during any month at each of the points of 
supply shall be taken as the demand, but in no event shall 
the demand billed be less than the guaranteed demand. 
Maximum demand means the maximum ascertained in the 
manner thus set forth. 

TERMS OF PAYMENT 

Section 9 provides that the railway company shall pay 

monthly for all current used at the rates given as follows: 
DEMAND CHARGE 

For the first 500 kw of demand at $1.475 per kilowatt 
per month, 

For the next 500 kw of demand at $1.45 
per month. 

For all excess above 1000 kw of demand at $1 per kilo- 
watt per month, based on a go per cent power factor, and in 
addition the following: 


per kilowatt 


A | 


~ 


ph 
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UNIT CHARGE 

For the first 50,000 units per month at 0.95 cent per kw-hr. 
per month, 

For the next 50,000 units per month at 0.90 cent per 
kw-hr. per month. 

For the next 400,000 units per month at Os cent: per 
kw-hr. per month. 

For the next 1,800,000 units per month: at 0.40 cent per 
kw-hr. per month, 

For all excess above 2,300,000 units per month at 0.38 
cent per kw-hr. per month. 


7—Load Factor—~ 


-. Shen 35 percent 40 per cent 50 per cent 62.5 per cent 
v. actor, Units Units Units Units 
Demand per cent and Rates and Rates and Rates and Rates 

3,150,000 3,600,000 4,500,000 5,625,000 

90 0.829 0.773 0.694 0.631 

12,500 95 0.808 G.755 0.680 0.620 

100 0.789 0.738 0.667 0.609 

3,780,000 4,320,000 5,400,006 6,750,000 

: 90 0.820 0.765 0.688 0.627 

15,000 95 0.800 0.747 0.674 0.615 

100 0.781 0.731 0.661 0.604 

4,410,000 5,404,000 6,300,000 7,875,000 

90 0.812 0.760 0.684 0.623 

17,500 95 0.793 0.742 0.669 0.611 

100 0.775 0.725 0.656 0.601 

5,040,000 5,760,000 7,200,000 9,000,000 

90 0.810 0.756 0.681 0.621 

20,000 95 0.789 0.738 0.666 0.609 
100 0.770 


0.72 0.653 0.603 


The railway company guarantees that the monthly aver- 
age power factor at each of the power company’s supply 
stations shall be maintained at not less than go per cent, 
and it is agreed that if the monthly average power factor 
at any supply station differs from 90 per cent in any month 
the demand for that month shall be corrected and deter- 
mined in accordance with the following formula: 

Kilowatt demand as measured, divided by average power 
factor load, and multiplied by guaranteed power factor of 
load. The demand on each station shall be increased or 
reduced accordingly, before computing the aggregate 
demand. 

The average monthly power factor shall be determined 
from the ratio of the sums and differences of the groups 
of single phase watt-hour meters installed on each supply 

WwW’ —w” 
circuit in accordance with the formula 1.732 --_—_—_—— 
WwW’ + Ww” 
= tangent of average monthly angle of lag, from which the 
lag angle and the cosine of the lag angle, which is the power 
factor, are determinable from the standard tables. 

Section 10 says that guaranteed demand means the con- 
tract or minimum amount of power agreed upon to be taken 
and paid for by the railway, whether or not used by the 
railway. 

Section 11 says that for any service furnished prior to 
Nov. I, 1912, the railway shall pay for a guaranteed demand 
of 70 per cent of the demand of each substation as connected. 
The railway agrees that from Nov. 1, 1912, the guaranteed 
demand shall be not less than 70 per cent of the aggregate 
demands made by the railway on the power company, but in 
no event shall it be taken as less than 10,000 kw. The rail- 
way agrees to pay for the increased guaranteed demand on 
any increase of power called for by notice under this agree- 
ment from the date the power company is in readiness to 
serve such demand, but not earlier than the date set for 
such increase in the notice unless the railway shall actually 
use such increased demand. 

In Section 12 the railway agrees that the load factor of 
all of the power taken shall be not less than 35 per cent. 
By load factor is meant the quotient obtained by dividing 
the kilowatt-hours in any month by 720 times the maximum 
demand of such month; and it is further agreed that if the 
load factor falls ps 35 per cent, the railway company 1s 
to pay for a kilowatt-hour consumption corresponding to a 
35 per cent load factor. 

Section 13 states that if default shall be made at any time 
by the railway in paying for the power and such default 
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shall continue for 60 days after demand the power company 
shall have the right at its option to terminate the agreement, 
or without terminating it or otherwise voiding it to discon- 
tinue the delivery of power until all money due with interest 
at the rate of 6 per cent per annum shall have been paid. 
section 14 states that the meters used for measuring the 
kilowatt-hours shall be of approved type and shall be 
accurate within 2 per cent. Each party may test any of the 
meters by giving twenty-four hours’ notice to the other 
party, and each party shall be entitled to have a representa- 
tive present at such tests. All tests, verifications or adjust- 
ments shall be made at the expense of the power company, 
provided, however, that no such test shall be required of 
the power company by the railway more often than once in 
any two weeks, If such tests shall be requested by the rail- 
way at a less interval, the railway shall pay all the expenses. 
All meters shall be kept under seal and the seal broken only 
in the presence of representatives of both parties. Any 
errors found in excess of 2 per cent shall be corrected at 
once and the bill shall be corrected to the extent of the 
error, but in no event shall any error found affect any bill 
beyond the current month in which the error is found. 
INTERRUPTION OF SUPPLY 

Section 15 says that the power company undertakes to 
use due diligence to maintain the supply of current and in 
restoring the same if for any cause it shall be interrupted. 
In case of interruption for more than five minutes at any 
substation the railway may claim rebate of part of the fixed 
charges per kilowatt per month, to the amount and length 
of time of the interruption, and the power company shall 
credit the railway with such amount. Save in such pro rata 
reduction, the power company shall not be liable to any 
penalty because of interruption. 

Section 16 states that the railway shall save the power 
company harmless from any loss, damage or attorney’s fees, 
and any liability to any person which may arise by the 
presence of the power company’s current in the substations 
of the railway. 

Section 17 says that the power company may at any time 
for any purpose cut off the current from any duplicate or 
spare cable supplying any of the railway substations and 
may between the hours of 12 o’clock midnight and 5.a. m. in 
_any one day in any month during the term of the agreement 
suspend the delivery of power for the purpose of making 
repairs upon or improvements in any part of the generating 
or distributing system, provided, however, that the power 
company shall in every case where possible give to the rail- 
way such reasonable notice as circumstances will permit, 
without being subject to any deduction under Clause 15. If, 
however, by prearrangement with the railway, the power 
company shall suspend the delivery of power for the above 
purposes on more than one day, or at hours other than those 
specified, deduction shall be made in accordance with 
Clause 15. 

Section 18 states that each party shall at all times have 
the right of entrance for authorized representatives to sta- 
tions of the other party for purposes connected with the 
delivery of power under agreement. 

Section 19 states that in case the power company shall be 
prevented from delivering power or in case the railway 
company shall be prevented from receiving power by strike, 
riot, fire, lightning, invasion, explosion, act of God, 
municipal, state or federal interference or public enemies 
or other cause reasonably beyond the control of either party, 
the railway company shall not be obligated to pay for the 
power during such period and the power company shall not 
be obligated to deliver the power during such period, but 
nothing contained in the agreement shall be construed as 
permitting the power company to refuse to deliver power or 
the railway company to refuse to receive power as soon as 
the cause of interruption is removed, and each of the parties 
shall be obligated to be prompt in removing or overcoming 


such cause. 
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Section 20 says that any liberality on the part of either 
party in the construction or fulfilment of any of the terms 
and conditions of the agreement shall not be construed by 
either party to constitute a precedent for the further con- 
struction of the terms and conditions of the agreement and 
shall not constitute a waiver of any of the rights under the 
agreement of either party. 

LOCATION OF FUTURE SUBSTATIONS 

Section 21 says it is mutually agreed that the location of 
any substation to be established by the railway, other than 
those specifically mentioned, shall be determined by mutual 
agreement, but that the power company shall not be required 
to install conduits, etc., to any substation unless the railway 
shall give a guaranteed demand in excess of 2000 kw for 
each such station. 

Section 22 provides that in case of a disagreement the 
matter shall be submitted to arbitration. The power com- 
pany shall nominate one arbitrator and the railway another, 
and if the persons so nominated cannot agree as to the 
matters submitted to them, they shall appoint a third 
arbitrator, if they can agree upon such election. If the two 
arbitrators do not agree upon the third arbitrator, such 
arbitrator shall be appointed by the United States district 
judge. The decision of any two of the three arbitrators is 
to be conclusive. 


ILLINOIS TRACTION ELECTRIC SIGN AT ITS 
ST. LOUIS TERMINAL 


The Illinois Traction System has installed over its St. 
Louis passenger station the large electric sign which was 
described in the ELrectric RatLway JouRNAL of Sept. 16, 
IgiI, page 478. The sign is 22 ft. 6 in. wide and 51 ft. 
high and consists of 1962 5-watt tungsten lamps mounted 
on a structural steel frame. The sign is elevated about 
8 ft. above the terminal 
station roof at the corner 
of Twelfth Street and Lu- 
cas Avenue, as shown in 
the illustration, and the 
top of the sign is about 
100 ft. above the sidewalk. 
It has been placed at an 
angle which makes it 
readable eight blocks 
down Twelfth Street, an 
important thoroughfare in 
Sieouist 

The features of the sign 
are the large size of the 
letters and the mechanical 
devices which flash the 
lamps and show an inter- 
urban car with wheels 
turning as the track passes 
under them, giving the ef- 
fect of a moving car. The 
signal outline used is 
typical of the block signals 
installed on the Illinois 
Traction System, and the 
semaphore arm is flashed in the proceed and stop position. 
When the blade is in the proceed position the car appears to 
move at high speed, and when the blade takes the stop posi- 
tion the wheels of the car cease to revolve and the track re- 
mains apparently in a stationary position, thus giving the 
effect of a car stopping at the signal. The sign attracts 
considerable attention on account of its size and con- 
spicuous position. It was designed and erected by the 
Federal Sign System (Electric) Company, Chicago, under 
the general supervision of H. E. Chubbuck, vice-president 
executive Illinois Traction System. 


ILLINOIS 
TRACTION 


wom 


HOURLY TRAINS 
PEORIA.DANVILLE, 

SPRINDFICLD, CHAMPRION, 
OECATUR, BLOOVINGTON. 


Illinois Traction Sign in 
St. Louis 


ELECTRIC RAILWAY JOURNAL. 


[Vor. XXXIX, No. 16. 


COMMUNICATION 
THE RATE OF RETURN 


New York, April 17, 1912. 
To the Editors: 

I was much interested in your discussion of the rate of- 
return in the last issue of the ELtecrric RAILWAY JOURNAL. 
Among the authorities which have supported the idea that 
8 per cent is a reasonable return on public utility properties, 
you might very properly have included also the United 
States Circuit Court for the State of lowa. This question 
came up in the case of the Des Moines Water Company 
versus the City of Des Moines. The City Council had 
passed an ordinance establishing water rates which the 
water company considered unremunerative, and the latter 
brought a suit in equity before the federal court to enjoin 
an enforcement of the ordinance. Judge McPherson, in a 
decision rendered last September, held that in the estab- 
lishment of the valuation of a plant the cost of reproduc- 
tion should first be considered, that there should be then 
an allowance for depreciation, and that for rate-making 
purposes this valuation should then be increased for good 
will or going value if the property was a going concern. 
The rate of return which should be allowed on the valua- 
tion thus determined, he held, depends upon the value of 
money in the community in which the plant is located, upon 
the hazards of the undertaking and upon other circum- 
stances, but he considered that under the conditions of the 
case in question an 8 per cent return on the valuation, 
determined as described above, was “moderate.” As the 
proposed ordinance allowed nothing like 8 per cent, a 
decree enjoining the enforcement of the ordinance was 
isstied. 

As an authority for a still higher rate I might quote the 
former railroad law of New York State, which provided 
that “the Legislature may, when any such railroad shall be 
opened for use, from time to time, alter or reduce the rate 
of freight, fare or other profits upon such road; but the 
same shall not, without the consent of the corporation, be 
so reduced as to produce with such profits less than 10 
per centum per annum on the capital actually expended; 
nor unless on an examination of the amounts received and 
expended, to be made by the board of railroad commission- 
ers, they shall ascertain that the net income derived by the 
corporation from all sources for the year then last past 
shall have exceeded an annual income of 10 per centum 
upon the capital of the corporation actually expended.” 

This law was in force up to 1907, but was then super- 
seded by the public service commission law, which em- 
powered the Public Service Commission to establish rates 
which are “just and reasonable.” 

OBSERVER. 


ARCH-ROOF CARS FOR CHILLICOTHE, OHIO 


Two arch-roof cars of the prepayment design shown in 
the cut on page 667 have recently been shipped to the 
Chillicothe (Ohio) Electric Railway & Light Company by 
the G. C. Kuhlman Car Company. The principal dimensions 
of these cars are as follows: Length of the car body over 
the corner posts, 25 ft. 4 in.; length of each vestibule from 
the end of the car body to the outside of the vestibule 
sheathing, 6 ft. 6 in.; length of the car over the vestibules. 
38 ft. 4 in.; width of the car over the posts and over the 
sills, 8 ft. 4 in. The bottom framing is of semi-steel con- 
struction, with needle beams of channel iron. The outside 
platform knees are of the Kuhlman standard skeleton type 
composed of channels laid back to back with I-beam spacers. 
The body framing includes 354-in. corner posts and 234-in. 
side posts. All of the body framing is of oak or long-leaf 
yellow pine, except that the straight sides of the car are 
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covered with sheet steel. The roof is of the Brill plain-arch 
type with concealed steel rafters which are forged to the 
shape of the roof in a solid piece with a foot at each end. 
Six Globe ventilators are carried on this roof as shown. 
The cars are provided with pay-as-you-enter platforms 


Arch-Roof Prepayment Car for Chillicothe, Ohio 


which are inclosed with stationary round-end vestibules, 
sheathed outside with No. 12 sheet steel. One side of the 
vestibule is closed and the other is fitted with hinged vesti- 
bule doors. Both end doors of the body are arranged to 
slide into a center bulkhead. ' , 
tionary. 

The inside finish of these cars is in cherry, but the ceiling, 
which is made of “Galco” waterproof material, is painted 
Nile green. Solid bronze metal trimmings are used through- 
out. Longitudinal seating, covered with carpet, is used. 
The bodies are mounted on Brill No. 39-E trucks of 4-ft. 
6-in. wheelbase fitted with 33-in. cast-iron wheels. Among 
the specialties on these cars are Kirby-Neal headlights, 
Hovey drawbars and Consolidated truss-plank heaters. 


The platform steps are sta- 


AN EIGHT-ARM SEMI-BOOTH TURNSTILE 


A striking novelty in turnstile construction for heavy 
service has recently been devised by the H. R. Langslow 
Company, Rochester, N. Y., in the form of an eight-arm, 
semi-booth meter. It is believed that this form of meter 
represents the ideal device for handling and registering 
large masses of people with speed and safety. It will be 
observed from the accompanying illustration that the height 
and shape of the arms are intended to prevent injurious 
contact to persons of average height. Through the division 
of the circle into eight segments and the shaping of the 


Eight-Arm Semi-Booth Turnstile 


passageway at an angle of 60 deg., an entrant is admitted 
and registered on approximately 60 per cent of the move- 
ment required by the common type of turnstile. Phe arm 
rim rotates on I-in. ball bearings, which insure practically 
frictionless operation. 
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The attendant is the pivotal center of rotation. This 
arrangement places him in the most favorable position for 
the regulation of traffic and also permits him to be in close 
contact with the individual while receiving payment for 
entrance, making change, etc. The interior of this central 
booth has a comfortable seat for the attendant, coin re- 
cesses and room for records, reports, tickets, etc. 


WORM-GEARED HAND BRAKE 


The interesting design of worm-geared hand brake shown 
in the accompanying drawing has recently been invented 
by Henry Fresh, president Emergency Car Brake Company, 
Cumberland, Md. The use of the worm-gear principle is 
intended to effect a uniform, continuous pressure to secure 
effective braking without skidding. The apparatus includes 
a carbonized steel worm running against a ball-bearing 
thrust collar, a steel gear wheel attached to the staff, a 
polished brass hand wheel and a grip-eccentric lever. The 
worm is made to hold at any point, thereby eliminating 
ratchets and dogs. Instant release is obtained by means 
of the grip-eccentric lever which disengages the worm from 


Worm-Geared Hand-Brake 


the gear wheel, thus leaving the staff free for starting the 
car or for operating from the opposite end. A compression 
spring re-engages the worm and gear automatically for 
immediate operation. The slack chain is retrieved and 
taken up by a torsion spring. 

To install this brake, it is necessary only to remove the 
handle of the ordinary hand brake and then to attach the 
worm-gear apparatus to the brake staff and dasher. As 
the staff can be placed within 4 in. of the dasher, consider- 
able platform space is saved. It is asserted that this type 
is especially adapted for heavy cars where the usual hand 
brakes are unequal to the braking requirements. With this 
worm-gear attachment, 1 Ib. of effort on the handle of the 
wheel is designed to give 63 lb. on the staff, thereby making 
hand braking as easy as power braking. 


CONVENTION OF THE MISSOURI ASSOCIATION 


The annual convention of the Missouri Electric, Gas, 
Street Railway & Waterworks Association was held at 
the Hotel Conner, Joplin, Mo., on April 11 to 13. The 
following officers were elected for the ensuing year: Presi- 
dent, P. A. Bertrand, Jefferson City; vice-presidents, J. E. 
Harsh, Joplin, C. L. Clary, Sikeston, and A. C. Einstein, 
St, Louis; secretary-treasurer, P. W. Markham, Brookfield; 
executive committee, P. A. Bertrand, Jefferson City; F. E. 
Murray, Louisiana; J. M. Scott, Kansas City) CACwpat 
nard, Lexington; J. P. Woodfill, Aurora, and Hugo Wur- 
dack, St. Louis. The 1913 convention will be held at 


Mexico, Mo. 
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News of Electric Railways 


Schedules in Cleveland Still Paramount 


Warren Bicknell, of the Warren Bicknell Company, Cleve- 
land, Ohio, and A. B. du Pont, connected with the former 
Forest City Traction Company, Cleveland, were selected 
recently as arbitrators of the Superior Avenue schedule put 
into force some time ago on the order of Street Railway 
Commissioner Witt, and on April 13, 1912, it was announced 
that F. H. Goff, president of the Cleveland Trust Company, 
had been selected by Mr. Bicknell and Mr. du Pont as the 
third member of the board. Some time ago a board of arbi- 
tration heard attorneys for the company and the men and 
decided that this schedule prevented motormen and con- 
ductors from enjoying the four-minute layover at the end 
of each run which was provided in their contract with the 
company. Commissioner Witt and Mayor Baker, however, 
contended that the cars could have been operated under the 
schedule if the company had endeavored to meet the de- 
mands of the city. J. J. Stanley, president of the company, 
resented this imputation and demanded that a board should 
be appointed to determine whether or not the company had 
in any way imposed obstacles to defeat the new schedule. 

At the regular meeting of the Council on the evening of 
April 8, 1912, a revised schedule for Superior Avenue, pre- 
pared by Commissioner Witt, was approved. It had already 
been put into operation by the company. Several council- 
men objected to the new schedule on the ground that the 
city was merely endeavoring to avoid arbitration. A letter 
from Mayor Baker expressed doubt as to the right of the 
company to demand arbitration on the question of sched- 
ules, but he indicated a willingness to settle the matter in 
that way. This schedule adds twenty-five runs to the num- 
ber provided for in the original schedule. 

G. R. Davies, representing the employees, declared that 
the revised schedule has resulted in no improvement for the 
men and that they are not getting their layovers, notwith- 
standing the addition of twenty-five day runs. 

Mr. Stanley recently submitted two schedules to the street 
railway commissioner’s office. One of them provides for a 
running time of twenty-eight minutes and the other for one 
of thirty minutes. Mr. Witt has not considered the thirty- 
minute schedule, but his engineers have been at work on a 
new schedule that will be a combination of one made out in 
his office and the twenty-eight-minute schedule submitted by 
Mr. Stanley. 


Purchase Negotiations Concluded in Winnipeg 


At the recent session of the Legislature of the Province 
of Manitoba bills were passed which authorize the Winni- 
peg Electric Railway to dispose of its holdings, plant and 
franchises and empower the Manitoba Power Company to 
purchase the rights of any electric railway, light or power 
company in the province which is disposed to sell. The 
measures also insure a successful outcome to negotiations 
which have been in progress for a year for the purchase of 
the property of the Winnipeg Electric Railway by the Mani- 
toba Power Company. In addition to this purchase the deal 
will include the consolidation of a number of other com- 
panies which have the right to furnish electric railway 
service and engage in the power, light and gas business in 
the province. Some of these other companies are the Bran- 
don Street Railway, the Rural Railways of Manitoba, the 
Winnipeg River Railway and the Winnipeg Northeastern 
Railway. 

In 1910 the R. R. Muir Syndicate secured letters patent 
from the Dominion government to do business as a light, 
heat, power and railway company in Canada. These letters 
patent were ratified by the Manitoba Legislature the follow- 
ing spring, and very wide powers were granted. In tort 
the syndicate secured control of Big Bonnet Falls on the 
Winnipeg River, capable of developing 150,000 hp and only 
about 70 miles from Winnipeg. It also secured franchises 
for the companies previously mentioned and opened nego- 
tiations with Sir William MacKenzie, president of the Win- 
nipeg Electric Railway, for the purchase of that property. 


-not violate the letter of the constitution. 


While these negotiations were under way the city ot 
Winnipeg and the Winnipeg Elcctric Railway were at odds 
over the rights of the company to do. business in the city. 
The issue:was taken to the Privy Council at London and 
the case was decided against the city. The city undertook 
to construct a municipal hydroelectric system and, in short, 
attempted, through the courts, to eject an established com- 
petitor.from the streets. The lower courts of the province 
decided against the Winnipeg Electric Railway, but the 
Privy Council affirmed the rights of the company to erect 
its pole lines on the streets. The city had previously erected 
pole lines which greatly interfered with the working of the 
company’s system. 

Most of the members’ of the Council are Liberals and 
they opposed the granting of the charters. Finally, how- 
ever, the members of the City Council agreed to the pas- 
sage of the legislation. Amalgamation powers have been 
granted and the Rural Railways will obtain the right to 
enter Winnipeg. The charter rights of the various com- 
panies which compose the Winnipeg Electric Railway have 
not been curtailed, and the Manitoba Power Company will 
proceed under the rights contained in its letters patent. One 
of the main points at issue, the pole lines, is subject to an 
agreement to be entered into between the city and the com- 
pany. It has been proposed that the city purchase all of 
the company’s poles and remove all of the duplicates. The 
company will receive whatever space it requires on the 
city’s poles and pay rent on a cost basis, the city to erect 
whatever additional poles are required. Solicitors are at 
work on the details of this agreement. which will go into 
effect as soon as it receives the assent of the Lieutenant- 
Governor in Council. 


New York Subway Contracts Held Not to Violate State 
Constitution 


Justice Blackmar of the Supreme Court of New York 
State has held that the contracts for the construction, equip- 
ment and operation of the proposed subway in New York 
do not violate or infringe any constitutional prohibition and 
thus are not illegal. In discussing the subject the justice 
said the alleged illegality consists in the proposed pooling of 
the receipts of the old and of the new system, jointly oper- 
ated, and the so-called preferential payments out of such re- 
ceipts to the Interborough Rapid Transit Company. It 
was contended such an agreement would violate the article 
in the State constitution which prohibits any city from 
giving any money or property or lending its money or 
credit to any corporation, or to incur any indebtedness 
except for city purposes. The city. therefore, said Justice 
Blackmar, so far as the constitutional provision is con- 
cerned, would have the right to build the subways and 
lease them to the Interborough Rapid Transit Company or 
to any other company. Justice Blackmar said in part: 

“It readily will be seen that the proposed contract does 
The city does not 
give its property. It leases it. The city does not guarantee 
the yearly $6,635,000, for it does not pledge its credit that 
this amount will be realized; leasing property, even if the 
lease be so valuable as to enable the lessee to borrow on it. 
is not lending the lessor’s credit to the lessee, and, finally, 
there is no expressed prohibition in the constitution 
against the mingling of public and of private property, or 
against a partnership. The city may devote its funds to 
obtaining the performance of a proper city purpose. All 
money raised by taxation is so devoted. The city purpose 
in getting a municipal road is not to make money. Profit 
may arise incidentally, but the purpose is to promote the 
welfare and convenience of the citizens. Therein lies the 
difference between a private railroad and a municipal cor- 
poration. The one seeks primarily profits for its share- 
holders and the other the welfare of the city. In the pur- 
suit of a city purpose the city is justified in extending the 
present rapid transit system into the Bronx, Queens and 
Brooklyn, although such extension must necessarily be op- 
erated at a loss. It is justified in insisting on a s-cent fare 
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over the whole system, although that may tend to make the 
operation unprofitable. Many considerations other than 
profit move the city. It obtains by the proposed contract 
a 5-cent fare over all the system.” 

Continuing, Justice Blackmar says that, on its general 
terms, the Proposed contract with the Brooklyn Rapid 
Transit Company is similar to that offered to the Inter- 
borough Rapid Transit Company. The justice holds that a 
bill recently enacted shows that a pooling of the receipts 
of the new subways with those of the railroad operated by 
the lessees is authorized, and so are the so-called preferen- 
tial Payments therefrom to the lessee. They are, said the 
justice, the fundamental provisions which were challenged 
as illegal on the ground of violating the constitution, He 
did not think they did, and dismissed the suits with costs. 


Kansas City Company Ready to Resume Franchise Nego- 
tiations 


Robert J. Dunham, chairman of the board of directors of 
the Metropolitan Street Railway, Kansas City, Mo., one of 
the two receivers of the company, is quoted as follows in 
regard to the affairs of the company: 

“Something must be done before Sept. 1, 1912, when 
$5,500,000 of 6 per cent bonds become due. If a new con- 
tract is made with the city before that time, we shall be able 
to raise the money with which to meet the obligation. In 
our present condition we cannot meet the debt, because we 
cannot make the necessary arrangements for credit and 
refinancing. The receivers intend to do everything possible 
to prevent dismemberment and to keep the system intact. 
I have been in New York recently conferring with bond- 
holders and I doubt whether they would consent*to an ex- 
tension of the payment of the principal unless there was 
some assurance that a franchise would be granted soon.” 

The officials of the company and the city administration 
which has just gone out of office started negotiations for a 
new franchise, the last conference being held on Jan. 28, 
1912. It was proposed that the company and the city 
should each appoint a representative to a board of three 
engineers to appraise the property as a basis on which to 
negotiate for a new franchise, the two members of the 
board to appoint the third member. Another hearing was 
set for Feb. 7, 1912. Frank Hegerman, counsel for the 
company, intimated at that time that the receivers had de- 
termined upon their representative on the board. The city 
asked a continuance, however, and the negotiations have 
not been renewed since. 


Toledo Franchise Situation 


City Solicitor Schreiber and Attorney Rathbun’ Fuller 
practically completed on April 4 their negotiations in regard 
to the new franchise for the Toledo Railway & Light Com- 
pany. The City Council, however, will be asked to fix the 
rate of fare or to decide upon a method of arriving at the 
proper figure. If a sliding scale is decided upon, it is said 
that a valuation of the property will have to be made, but if 
a fixed rate is adopted this will not be necessary. Council 
will also be asked to determine the manner in which the 
third member of the board of arbitrators shall be selected 
in case the two members, one named by the city and the 
other by the company, fail to agree. Mr. Schreiber and Mr. 
Fuller hope soon to complete a draft of the franchise. 


New Road Opened in Washington.—The Willapa Harbor 
Railway, which is controlled by Sanderson & Porter, New 
York, N. Y., has been completed and placed in operation 
between Raymond and South Bend, Wash. The Willapa 
Harbor Railway succeeded recently to all the right and 
property of the Twin City Electric Company. 

Suit to Invalidate Chicago Ordinance Fails.—A bill filed 
by Clarence H. Venner, New York, N. Y., to have the Chi- 
cago surface railway ordinances declared invalid was before 
the United States Court, Chicago, on April 11. Judge 
Christian Kohlsaat said that he had no jurisdiction as the 
matter had already been settled by the State Supreme Court. 


Development Work by the Evansville Railways.—W ork 
has been commenced on the extension of the Evansville 
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(Ind.) Railways between Evansville, Ind., and a point oppo- 
site Henderson, Ky., across the Ohio River. The company 
proposes to electrify the tracks of the Illinois Central Rail- 
road between these two places and about 1200 ft. of track 
will have to be built at Henderson to connect the Illinois 
Central ‘Railroad tracks with the street railway tracks and 
about 1600 ft. of track will have to be built at Evansville to 
connect the Illinois Central Railroad tracks with the street 
railway tracks. The steel hull gasoline ferryboat which 
will be used to transport the cars across the Ohio River 
will be completed by the Dubuque Boat & Boiler Works, 
Dubuque, la., within a short time, and the company hopes 
to have the line ready for operation by June 1. This is 
probably the first interurban railway to transfer cars across 
a river by ferry. The details of the transfer have been 
worked out very carefully. 

_ Chicago Unification Delayed.—The unification proceed- 
ings between the surface and the elevated railways in Chi- 
cago and the local transportation committee of the Chicago 
City Council have been delayed temporarily, on account of 
the results of the election which was held on April 4, 1912. 
ive of the thirteen members of the local transportation 
committee either failed of nomination or were not candi- 
dates for re-election. It is understood that the valuation 
commission has completed its report on the physical value 
of the elevated railways, but that the real estate experts 
have been unable thus far to agree on values. Henry A. 
Blair, who brought about the merger of the elevated rail- 
ways and represents the syndicate of New York bankers 
which owns the lines, has returned to Chicago from Cali- 
fornia, and Prof. George F. Swain, Boston, who was en- 
gaged as valuation expert by the elevated railways, has 
been requested to make his report at once., Both of these 
circumstances indicate that the railways will: be ready to 
negotiate in regard to unification as soon as the new local 
transportation committee can be organized. 


Hearing Before Governor on New York Transfer Bill.— 
A hearing was held before Governor Dix at Albany, N. Y.. 
on April 16, 1912, in regard to the Stilwell-Goldberg bili 
which has been passed by the Legislature and would require 
the street railways which operate in the borough of Man- 
hattan to comply at once with the order of the Public Serv- 
ice Commission of the First District directing the companies 
to restore transfers at more than 150 points at which they 
were discontinued following the receiverships and the seg- 
regation of the several properties. James L. Quackenbush, 
William D. Guihrie, Charles E. Mellen and Frank Bowles, 
who represented the companies in the proceedings before 
the commission, also appeared in their behalf before the 
Governor. Mr. Quackenbush is said to have assured the 
Governor that if he did not sign the bill there would be no 
further certiorari proceedings to review the commission's 
order, as he felt confident that the commission would then 
put into effect a modified order that would relieve the people 
of the city and at the same time not vring about such a_ 
hardship to the railroads as would be inflicted upon them 
under the original order. 

Temporary Rerouting in Pittsburgh—The question of re- 
routing the cars of the Pittsburgh Railways in the downtown 
part of the city during the cutting of the Fifth Avenue 
“hump,” which was begun on April 5, 1912, has resulted in a 
communication being sent to the Council by Joseph G. 
Armstrong, director of the department of public works, ask- 
ing that body to take immediate action in the matter of 
granting additional franchises to the Pittsburgh Railways, 
as the cars will have to be operated over new routes while 
the streets are torn up. In his statement Mr. Armstrong 
says: “A method of proceeding with the undertaking has 
been carefully developed by the department and is satis- 
factory to the company. The question is based on street 
railway transportation, drainage, public inconveniences, etc. 
The company is the one most affected by the hump cutting. 
To execute the work as planned requires the removal of cars 
and tracks to streets where there are no tracks at present. 
The cars cannot be removed until locations in other places 
have been granted. The progress of the work and the con- 
venience of the public depend upon immediate action in this 
matter.’ The communication was turned over to the public 
service and surveys committee of Council, which has under 
consideration the granting of the additional franchises. 
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Bids to Be Opened for Another New York Subway Sec- 
tion.—Bids for the construction of Section 14 of the Broad- 
way-Lexington Avenue subway will be opened by the Pub- 
lic Service Commission of the First District of New York 
on May 7, 1912, at noon. Section 14 lies in Lexington Ave- 
nue north of 129th Street, Manhattan, and passes under the 
Harlem River by tunnels and through the Bronx to East 
135th Street and Park Avenue, where the line divides into 
two branches, the west branch continuing to and up Jerome 
Avenue to Woodlawn Road and the east branch continuing 
to 138th Street, through that street, Southern Boulevard 
and Westchester Avenue to Pelham Bay Park. Section 14 
ends just north of the point of division. The subway in 
this section will be a four-track railroad which will pass 
under the Harlem River in four tubes which may be of 
either steel or cast iron. The section is 3176 ft. long. When 
this contract shall have been let all that part of the Lex- 
ington Avenue Subway north of Fifty-third Street up to 
157th Street in the Bronx will be under construction, as 
well as most of the line south of Fortieth Street. The sec- 
tion between Fortieth Street and Fifty-third Street, which 
will include the connection with the Grand Central Station 
of the New York Central & Hudson River Railroad, as well 
as two or three sections in downtown Manhattan, still re- 
mains to be awarded. Plans for these sections are being re- 
vised and bids on them will soon be asked. 


LEGISLATION AFFECTING ELECTRIC RAILWAYS 


MASSACHUSETTS 


The committee on street railways has reported a bill in 
the House which provides for the incorporation of the Wor- 
cester, Springfield & Berkshire Street Railway as a consoli- 
dation of the electric railway holdings of the New York, 
New Haven & Hartford Railroad in western Massachusetts 
with the Worcester and Springfield systems. The corpora- 
tion is authorized to acquire the assets of the New Eng- 
land Investment & Security Company, the Springfield Street 
Railway and the Worcester Railways & Investment 
Companies, but is prohibited from acquiring by consolida- 
tion or otherwise any interest in any Massachusetts street 
railway company except those at present controlled by the 
foregoing organizations. The committee has limited the 
capitalization of the new company to the par value of the 
securities to be taken over by the association, including the 
premium paid in, to the securities outstanding at prices fixed 
by the Railroad Commission, and to the value as deter- 
mined by the commission of any property and assets turned 
over. The New York, New Haven & Hartford Railroad is 
authorized if it accepts the provisions of the act to hold the 
stock of the new company. The New York, New Haven & 
Hartford Railroad and the new street railway organization 
are required to make such zrrangements for the public con- 
venience as respects physical connections, through cars, in- 
terchange of power, etc., as the commission may order, and 
are prohibited from making any contract with each other 
except with the consent of the board. A feature of the bill 
is a provision by Representative Washburn which would 
give the Railroad Commission power to compel instead of 


only to recommend reductions of rates, increased facilities ~ 


and other changes in service. Another important feature 
of the bill would provide for extensions and improvements 
in service in western and central Massachusetts to cost 
$5,000,000. These include a 12-mile extension from Agawam 
or Westfield through Southwick to Grantville; a 21-mile 
extension from Huntington to Cummington; a 5-mile exten- 
sion from East Longmeadow to Hampden; an 8-mile exten- 
sion from Westfield through Wyben and Southampton to 
Easthampton; a 22-mile extension from Worcester through 
Paxton, Rutland, Oakham and Barre to Petersham; a 3-mile 
extension from Grafton Center to Fisherville, and a 5-mile 
extension from Clinton to Sterling. A line is also author- 
ized to be constructed from Becket or Otis down the valley 
of the Farmington River to the Connecticut boundary, a 
distance of 16 miles. All these extensions are to be com- 
pleted within three years of the passage of the act. Two 
new lines are also provided in the city of North Adams. 
About 85 miles of line are to be completed initially and the 
whole extension program includes about 117 miles of track. 
Before agreeing upon the bill the committee devoted more 
than two months to the examination of witnesses. 


ELECTRIC RAILWAY JOURNAL. 


[ Vor. XXXIX, No. 16. 


Financial and Corporate 


Stock and Money Market 


April 17, 1912. 

The movement of prices of securities traded in on the 
New York Stock Exchange was for the most part narrow 
and irregular to-day and the declines and advances taken 
as a whole were so nearly balanced that the average level 
of prices showed very little change. On the whole, the mar- 
ket for the day displayed a very firm undertone. Quota- 
tions for loans to-day follow: Call, 2@3 per cent; sixty 
days, 3!4@3% per cent; four, five and six months, 334@4 per 
cent. 

In the Philadelphia market the stock of the Philadelphia 
Rapid Transit Company was in moderate demand and in- 
creased fractionally in price. There was considerable inter- 
est also in the preferred stock of the Lehigh Valley Transit 
Company. ; 

In the Chicago market the series 2’s of the Chicago Rail- 
ways increased in price more than a point, while there was 
a similar rise in the price of the 4’s. 

In the Boston market the copper shares showed pro- 
nounced strength. The stocks and bonds of the railroads 
were quiet and trading in industrials was featureless. 

In the Baltimore market prices were firm, but the trading 
was moderate and devoid of feature. 

Quotations of traction and manufacturing securities ‘as 
compared with last week follow: 


April 10 April 17. 
American Brake Shoe & Foundry (common)......... a6 a96% 
American Brake Shoe & Foundry (preferred)........ al33% al34% 
American Cities Company (common).............-.. 33% 33% 
American Cities Company (preferred)............... 82% 82% 
American Light & Traction Company (common)...... a304 a305 
American Light & Traction Company (preferred)....al09 al09 
American Railways -Compatiy... si... sew asmene deus a44 a44 
Aurora, Elgin & Chicago Railroad (common)........ a46 43% 
Aurora, Elgin & Chicago Railroad (preferred)........ 87% a86%4 
Beston -Elevated Rallwayicads cone casas sce bese een al32 al30 
Boston Suburban Electric Companies (common)...... al5 al5 
Boston Suburban Electric Companies (preferred)..... a81% a81%4 
Boston & Worcester Electric Companies (common).... al0™% al0% 
Boston & Worcester Electric Companies (preferred)... a56 a50 
Brooklyn Rapid “Fransit Company, 720. os «2. sen eeenae 84 83 
Capital Traction Company, Washington.............. al25 125 
Chicago ‘City -Raslway (cre oa ana ae Ge lei ee eae al90 al90 
Chicago Elevated Railways (common).............. a38 a40 
Chicago Elevated Railways (preferred).............. 294 a4 


Chicago Railways, ptcptg., ctf. 1......... 
Chicago: Railways, pteptg,. Gbie Bossses- wems euing oe .. a38% a36 


Chicago Railways, ptcptg., ctf. 3 avy ad 
Chicago Railways, ptcptg., ctf. 4 5 as 
Cincinnati Street Railway al3l 
Cleveland! Rarkway: <c (aces ecuuee Weis eles & eee cate eae 3 % al05 
Cleveland, Southwestern & Columbus Ry. (common). . a4¥4 "4% 
Cleveland, Southwestern & Columbus Ry. (preferred). a32 32 
Columbus Railway & Light Company............... 55 a55 
Columbus: Rathway (commondee ck <iin cscs ca fuuwae 80 80 
Columbus: Railway: (preferred) .- ve 4. .s «seve ccee een o4 a4 
Dayton Street Railway (comumon) << <i <5... us swecews a25 a25 
Dayton Street Railway (preferred)................. al00 al00 
Denver & Northwestern Railway................0.- 135 135 
Détroit, Usited (Railways csensce ies wena a cee eee 64 a70 
General Electric (Companyor. stress cnx onsen chee 171 170% 


Georgia Railway & Electric Company (common)......: ee 
Georgia Railway & Electric Company (preferred).... a&87% a86% 


Interborough Metropolitan Company (common)...... 20% 19 
Interborough Metropolitan Company (preferred)..... 60% 58% 
International Traction Co. 4% bonds, rets........... 75 oa 
Indiana Union Traction Company... .......cssceecues 7 7 
Kansas City Railway & Light Company (common) a20 a20 
Kansas City Railway & Light Company (preferred) as0 a50 
Lake Shore Electric Railway (common)............. 8 
Lake Shore Electric Railway (1st preferred)......... 91 91 


Mranhtttar: JReiWey, « in «x chueneentic: 5 cnlwar a elon umn nS 137% al37 
Massachusetts Electric Companies (common)........ a22 a21 
Massachusetts Electric Companies (preferred)....... a953%4 a95\% 
Milwaukee Electric Railway & Light (preferred)....... *105 *105 
Norfolk Railway & Light Company.............ecce. 27 27 
Narth. Amentin Conipanyocees cuvcss acters cacnen 81% 83% 
Northern Ohio Light & Traction Company (common)... 70 a75 
Northern Ohio Light & Traction Company (preferred). 105 all0 
Philadelphia Company, Pittsburgh (preferred)...... a53 a53% 
Philadelphia Company, Pittsburgh (common)........ a44 a44 
Philadelphia Rapid Transit Company... ............ a23% a23% 
Portland Railway, Light & Power Company.......... 68% 68% 
Public’ Service Corporatione.c.ssseee. nee rn alll alll 
Third Avenue Railway, New York...:.............. 41y% 37% 
Toledo Reilways Re Light 6m pative icin ec ceuk ce camer 7 alS 
Twin City Rapid Transit _Co., Minneapolis (common) .al06 al06 
United Rys. & Electric Company (Baltimore)........ *20% *20% 
United Rys. Inv, «Cov ((conmicny sakes oe eo aieeemnenee a35" 33% 
United Rys.. Inv Co... (preterred)| on cesousceceeee ae 62% 6214 
Virginia Railway & Power Company (common)...... 4834 a48 
Virginia Railway & Power Company (preferred)..... *88y 88 
Washington Ry. & Electric Company (common)...... a823%4 8234 
Washington Ry. & Electric Company (preferred)..... ad a95 
West End Street Railway, Boston (common)......... a&6 a844 
West End Street Railway, Boston (preferred)...... al02 al01% 
Westinghouse Elec, & Migr Corsi. Jvc ce sete an See a76% 75% 
Westinghouse Elec. & Mfg. Co. (1st preferred)...... al22y% al22% 


* Last sale. a Asked. 
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ANNUAL REPORTS 


Long Island Railroad. 


In the annual report of the Long Island Railroad for the 
year 1911 Ralph Peters, the president, refers to the electric 
railways in which the company is interested and to various 
matters dealing with electrified mileage. He ‘Says in part: 

“There was practically no change in the mileage operated, 
except that the 3.82 miles of the Pennsylvania Tunnel & 
Terminal Railroad were used under trackage rights during 
the entire year, but for less than three months in 1910. 

“The gross revenues from railroad lines increased $738,- 
635, or 7.55 per cent, due chiefly to a general increase in 
the passenger traffic and the use of the Pennsylvania tunnels 
and station during the entire year. This increase, however, 
was, to a considerable extent, offset by the heavy loss in 
ferry earnings, which, under the present accounting classifi- 
cation, are included in ‘outside operations.’ This loss, 
amounting to $132,833, was due to the reduction in the East 
River ferry traffic, on account of the operation of train 
service through the tunnels to the Pennsylvania station, to 
operation of trolley cars over the Queensboro Bridge, and 
to the use of that bridge by a large amount of vehicular 
traffic on which the city abolished the tolls. 

“The number of passengers carried increased 2,888,613, 
or 9.3 per cent, the passenger mileage increased 48,732,490 
miles, Or 10.6 per cent, and the passenger train mileage in- 
creased 577,003 miles, or 11.6 per cent. The train mileage 
divided between steam and electric shows a decrease of 
119,747 miles in the former and an increase of 696,750 miles 
in the latter. The increase in electric train mileage was 
due to service to and from the Pennsylvania station through 
the year I9I1I compared with three months in the preceding 
year. 

“The operating expenses, including taxes, increased $483,- 
171, or 6.51 per cent, and, including taxes, the expenses 
show an increase of $534,535, or 6.70 per cent. 

“The increase in operating expenses was due to the ex- 
penses of the New York terminal at the Pennsylvania sta- 
tion and to increased electric train mileage, which is largely 
a duplication of steam train mileage to Long Island City, 
but the latter will practically be eliminated when the new 
terminal at Jamaica is completed and in operation. Ex- 
traordinary charges were made to expenses on account of 
property abandoned in connection with various improve- 
ments and to provide adequately for renewals and deprecia- 
tion of equipment. These charges aggregated $493,000, of 
which $138,000 represents charges on account of property 
abandoned. 

“Hire of equipment increased $38,773, due to increase in 
the per diem rate charged by other roads for use of cars 
loaded with freight destined to points on your line, and 
also to amounts paid for rent of electric locomotives used 
in handling trains to and from the Pennsylvania ‘station. 

“Rents increased $335,465, due to rental paid for the use 
of the Pennsylvania station and tunnels, rent of general 
offices in that station, etc. 

“In reviewing the results for the year it is desirable to 
point out that in furnishing a third terminal for its New 
York City traffic by the use of Pennsylvania tunnels and 
station this company increased its expenses and rental 
charges by approximately $1,000,000, in addition to paying 
during the entire year the increase in wages made in 1910 
and assuming the increased taxes and charges upon new 
capital spent for improvements. 

“The property successfully carried the greater part of 
this burden, and an improvement in future operating results 
is anticipated from the important betterments and addi- 
tional facilities provided for the public and the elimination 
of duplicate steam train mileage to Long Island City upon 
the completion of the new terminal at Jamaica, _ 

“The subsidiary lines owned by your company in whole 
or in part, outside of the River & Harbor Transportation 
Company and the Montauk Steamboat Company, Ltd., 
heretofore mentioned and not included in the general in- 
come account show a total surplus for the year of $154,434. 
This amount is retained by the various companies for their 
corporate needs. A brief description of subsidiaries which 
feed your system and their results for the past year is as 


follows: 
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“The Ocean Electric Railway Company, a local feeder 
and convenience on _ the Rockaway peninsula, running 
through the village of Far Rockaway and between that 
point and Belle Harbor, with a mileage of 6.5, shows gross 
earnings of $124,086 and a total surplus of $0,829 for the 
year. 

“The Nassau County Railway Company, a feeder for your 
line, operating between the railroad station at Sea Cliff and 
the village, a distance of 1.55 miles, had gross earnings of 
$15,831 and surplus of $5,063. 

“The Glen Cove Railroad Company, located at Northport 
and operating between the railroad station and the village, 
a distance of 2.69 miles, shows gross earnings for the year 
of $11,548 and loss for the year of $616. 

“The Huntington Railroad, operating between the rail- 
road station at Huntington and the village and harbor, run- 
ning southerly and extending across the island to Melville, 
Farmingdale and Amityville and through the village of 
Amityville to the Great South Bay, a distance of 18.5 miles, 
shows gross earnings of $49,448 and a loss of $1,358 for 
the year. 

“The Prospect Park & Coney Island Railroad, which is 
controlled by your company and leased to the Brooklyn 
Heights Railroad for 999 years from June 17, 1899, and 
which, in addition to the lease, owns valuable real estate at 
Coney Island, shows gross income of $74,995 and surplus of 
$1,537. The rental of the property at Coney Island shows 
a large decrease compared with previous year, on account 
of a disastrous fire in the early part of. 1911, which made it 
impossible to collect rent from some of the tenants. 

“The New York & Rockaway Beach Railway, which is 
operated under a lease to your company whereby net 
revenues are paid to the Rockaway company, shows a gross 
income of $1,138,933 and surplus of $122,749. 

“In addition to the companies named, your company 
owns, through the Long Island Consolidated Electrical 
Companies, a one-half interest in two other trolley lines on 
Long Island, namely, the New York & Long Island Trac- 
tion Company, with a length of 35 miles, operating between 
Jamaica, Mineola, Hempstead, Freeport and the Brooklyn 
Borough line, and the Long Island Electric Railway, operat- 
ing between Jamaica and Belmont Park, Jamaica and Far 
Rockaway, and Jamaica and the Brooklyn city line, a total 
extent of 27 miles. 

“The trolley lines mentioned above carried 16,292,798 
passengers during the year. 

“Your company has finally executed a contract with the 
Brooklyn Rapid Transit Company whereby the latter pur- 
chases the rail and material laid along Atlantic Avenue, 
and that company and ourselves have made a joint applica- 
tion to the city of New York for a franchise to operate a 
trolley line from Atkins Avenue to Flatbush Avenue. 

“A little new work was done in the way of electrification 
of your lines, and the amount of money charged represents 
the finishing up of work mentioned in the last report and 
payments for work already done. 

“When the steel cars now under contract are received 
your company will have in service 465 steel passenger cars, 
of which 381 will be equipped with motors. : 

“The general business of your company shows a healthy 
condition. The average number of daily commuters per 
month shows an increase of from 6,387 in 1905 to 13,526 in 
torr. Of the total number of passengers carried, amount- 
ing to 33,857,228, 30.3 per cent were commuters, 18.6 per 
cent local passengers on Atlantic Avenue, 4.5 per cent 
Rockaway Beach passengers from Delancey Street, New 
York, and the balance, 46.6 per cent, general business at 
first-class rates to and from all points on the island. 

“The average number of commuters per month shows an 
increase over the preceding year of 14 per cent. . 

“The loss in ticket sales at the terminals at Thirty-fourth 
Street and Long Island City, due to operation of trains. 
through the tunnels to the Pennsylvania station, amounted 
in 1911, compared with the preceding year, to $751,172. 
This was offset by increases at the Flatbush Avenue and 
Pennsylvania terminals, which left a net increase for the 
four terminals of $304,318. The number of passengers 
arriving at and departing from Flatbush Avenue, Long 
Island City and the Pennsylvania station was as follows: 
Flatbush Avenue, 14,094,003; Long Island City, 3,308,938; 
Pennsylvania station, 6,224,420.” 


Capital Traction Company 


The annual report of the Capital Traction Company, 
Washington, D. C., for the calendar year 1911 shows the fol- 
lowing results of operation: 

Revenue from Transportation. 


2 OL 2 
Passenger revenue 2.2... cece ee eee este tee e eet eater rtnc eens $2,240,258 
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Gross income less operating expenseS.....-6-.+eeeeeeeeeees $1,139,327 


Deductions from Income. 
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George E. Hamilton, the president of the company, said 
in part in presenting the report to the ‘stockholders of the 
company: 

“Car earnings for the year 1911 show an increase over 
1910 of $33,217, and miscellaneous earnings and income a de- 
crease of $7,073, making a net increase in earnings of $26,- 
144. In operating expenses and fixed charges there was an 
increase of $56,464 over 1910, due in large measure to in- 
creased tax assessments and to interest on additional bonds, 
issued under the mortgage of June I, 1907. 

“The fire insurance reserve fund on Dec. 31, I9II, was 
$156,475, an increase of $10,012 over the preceding year. 

“The work of reconstructing the Georgetown carhouse 
and office building was completed in April, 1911. The recon- 
struction of the Seventh Street carhouse was begun in Sep- 
tember, 1911, and is progressing satisfactorily toward com- 
pletion. With the conclusion of this work, the carhouse 
facilities of the company will be adequate and sufficient for 
the accommodation and handling of the double-truck single 
cars now operated by the company. 

“In 1910 an order was placed for 150 pay-within cars, the 
type of car the company had previously adopted as the 
standard of its equipment. Twenty of these cars were de- 
livered during 1910, eighty during rorr, and the remaining 
fifty will be delivered and placed in service during 1912. At 
present double-truck single cars are operated on all lines, 
except such as are operated from the Seventh Street car- 
house. 

“With the completion of the Seventh Street carhouse and 
the delivery of the fifty remaining cars under the order, 
the entire equipment of the company will consist of large 
single cars, and the retirement of the small single-truck mo- 
tor and trailer cars, made necessary by the order of the 
Interstate Commerce Commission, will have been accom- 
plished. 

“The rolling stock of the company is, and is maintained, in 
good condition and repair. 

“During the year 1911 the loop at the Georgetown ter- 
minal was rebuilt to meet conditions created by the recon- 
struction of the carhouse. Ten automatic switches were in- 
stalled, five on the company’s tracks, and five on tracks 
operated jointly with the Washington Railway & Electric 
Company. The installation of these automatic switches 
tends to lessen the number of switchmen employed, and 
thereby to reduce the cost of operation. The renewal of 
curves, the rebuilding of tracks and the completion of other 
special work were required during the year to keep the 
tracks and roadbed of the company in good condition and 
repair. 
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“The construction of the new power plant at the south- 
east corner of Thirty-second and K Streets has been prac- 
tically completed. With this work fully completed, the com- 
pany will possess one of the most up-to-date and advantage- 
ously located power plants in the country, admirably 
planned, fully equipped and having a capacity of 11,000 kw, 
thus supplying all needed power and affording in addition 
and for reserve an excess above present consumption ot 
power of from 2,500 kw to 3,000 kw. This plant was planned 
and its construction directed by our chief engineer, John H. 
Hanna, and its admirable construction and complete equip- 
ment will always remain a monument to his ability, energ 
and fidelity to the company’s interests. 

“On account of the increase in load, due principally to 
double-truck instead of single-truck cars, it was found neces- 
sary during the year to install one additional rotary con- 
verter in each of the two substations, and these are now in 
operation. 

“The work of the legal department for the year shows 
gratifying results. A decrease in the number of suits filed, 
in the amount paid out in judgments and settlement of cases 
pending in courts and the number of verdicts obtained for 
the company all evidence the ability, thoroughness and in- 
dustry of the company’s counsel. In addition to ordinary cases 
on claims for damages, a very important suit having for its 
object the compulsory interchange of transfers by the Capi- 
tal Traction Company with an unrelated line was tried and 
decided in favor of the company. The argument and brief 
of the company’s counsel and their direction of the com- 
pany’s defense in this cause were of the highest order of 
ability and deserve to receive special commendation. 

“The claim department shows an increase over the pre- 
ceding year in the amount paid out on unlitigated claims 
of $10,447. An analysis of the report of this department 
shows this increase to be due largely to the number of 
claims growing out of collisions with cars, other vehicles 
and pedestrians. The number of boarding and alighting 
accidents is steadily decreasing because of the operation of 
prepayment cars. The fact also that the number of claims 
has not increased during the year is to be noted. The total 
amount paid out in judgments, settlement of suits and un- 
litigated claims shows a decrease of $3,000 over last year, 
and in the cost of litigation and settlements a saving of 
$1,500. 

“The sum of $74,024 has been charged off of the surplus 
for depreciation during the year 1011, and in addition 
$150,000 has been set aside from the earnings to cover future 
depreciation.” 


Bay State Street Railway, Boston, Mass.—The Bay State 
Street Railway has applied to the Railroad Commission of 
Massachusetts for authority to issue $1,513,000 of addi- 
tional stock at par and also $2,000,000 of additional bonds. 
There are now outstanding $21,133,000 of stock and $20,- 
691,000 of bonds. 

Boston (Mass.) Elevated Railway.—The directors of the 
West End Street Railway have accepted the proposal of E. 
H. Rollins & Sons and Perry, Coffin & Burr, Boston, Mass.. 
to purchase $754,000 of the company’s twenty-year 4% per 
cent bonds, the proceeds to pay in part necessary cost of 
permanent additions and improvements to property made 
by Boston Elevated Railway in accordance with terms of 
lease. 


Columbus, Kenton & Toledo Traction Company, Colum- 
bus, Ohio.—The Columbus, Kenton & Toledo Traction 
Company has applied to the Ohio Public Service Commis- 
sion for authority to issue $50,000 of stock and $1,375,000 of 
bonds, the proceeds. to be used to build an electric railway 
between Columbus and Findlay, Ohio, 


Columbus Railway & Light Company, Columbus, Ohio.— 
The Ohio State Journal referred in part as follows recently 
to the settlement of the financial questions at issue between 
the Columbus Railway and the Columbus Railway & Light 
Company, to which reference has been made previously in 
the Evecrric Rattway Journat: “C. M. Clark of E. W 
Clark & Company, Philadelphia, Pa., departed for the East 
without bringing about an adjustment. It was said that the 
final settlement of the questions was postponed until the 
result of the new schedule of fares of the Railway & Light 
Company can be determined. The contention is over the 
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debts of the Railway & Light Company, which the directors 
of the Columbus Railway desire to have paid. Mr. Clark 
insisted that for this purpose the stock of the Columbus 
Railway & Light Company should be assessed. The officers 
of the Columbus Railway & Light Company object to the 
assessment and refuse to agree to the proposition, It is 
assumed by the Columbus Railway & Light Company that 
the debt can be paid off without assessment of the stock. 
In this, it is understood, the eight-tickets-for-a-quarter rate 
will have a large influence.” 

Fairmount Park Transportation Company, Philadelphia, 
Pa.—The stockholders of the Fairmount Park Transporta- 
tion Company have authorized an issue of $750,000 of bonds 
to replace a previous issue for a similar amount which ma- 
tured on Sept. 1, 1911. 

Hudson & Manhattan Railroad, New York, N. Y.— 
Walter G. Oakman and William M. Barnum have been 
elected directors of the Hudson & Manhattan Railroad to 
succeed A. N. Brady and W. H. Corbin. 


Indianapolis Traction & Terminal Company, Indianapolis, 
Ind.—The directors of the Indianapolis Street Railway, 
which is leased to the Indianapolis Traction & Terminal 
Company, were all re-elected at the annual meeting of the 
stockholders of the company on April 10, 1912, The amount 
of stock voted was $4,630,000 of the total of $5,000,000. The 
committee of eight local Indianapolis stockholders of the 
Indianapolis Street Railway, which organized to secure the 
election to the board of representatives that it favored, se- 
cured proxies for $1,635.000 of stock. Extracts from the 
appeal of this committee for proxies were published in the 
Execrric Rarpway JourNAtL of April 6, 1912, page 599. 

Indiana Union Traction Company, Anderson, Ind.—The 
income account of the Indiana Union Traction Company for 
the year ended Dec. 31, 1911, is as follows: Gross earnings 
of all properties, except properties leased after June 15, 1904, 
$2,116,057; gross earnings of properties leased after June 15, 
1904, $179.740; total gross earnings, $2,295,797; operating ex- 
penses, $1,253.593; net earnings, $1,042,204; interest on Union 
Traction Company of Indiana and underlying companies, 
$748,581; net income in excess of taxes and interest on 
bonds, $293,622; dividends on stocks of Union Traction Com- 
pany of Indiana and the Muncie, Hartford & Fort Wayne 
Railway and interest on Indiana Union Traction Company 
bonds, $287,194; surplus for the year, $6,427. 

Kanauga Traction Company, Gallipolis, Ohio—T. W. 
Jackson, president of the Kanauga Traction Company, has 
been appointed receiver of the company. 

Kansas City-Western Railway, Kansas City, Kan.—W. H. 
Holmes, Kansas City, Mo., A. C. Goodyear, Buffalo, N. Y., 
and M. J. Mandlebaum, Cleveland, Ohio, have been elected 
directors of the Kansas City-Western Railway, to succeed 
Arthur Pack, S. H. Patterson and M. H. Wilson. 


Morris County Traction Company, Morristown, N. J.— 
The Morris County Traction Company has filed with the 
Secretary of State a certificate of increase in the capital 
stock of the company from $3,000,000 to $5,000,000, as ap- 
proved by the directors and stockholders. 

New Orleans Railway & Light Company, New Orleans, 
La.—Charles Godchaux and C. P. Ellis have been elected 
directors of the New Orleans Railway & Light Company 
to succeed Walter R. Stauffer and Oscar Putnam. 


Quebec Railway, Light, Heat & Power Company, Que- 
bec, Can.—Owing to the heavy expenditures for improve- 
ments the directors of the Quebec Railway, Light, Heat & 
Power Company have voted not to declare the usual quar- 
terly dividend which would have been payable this month. 

Republic Railway & Light Company, Youngstown, Ohio. 
—White, Weld & Company, New York, N. Y., are offering 
at a price to yield 6 per cent on the investment $2,000,000 
of 5 per cent gold notes of the Republic Railway & Light 
Company dated April 1, 1912, and due Jan. 1, 1916. he 
notes are secured by first lien on new properties, including 
the Pennsylvania Power Company, and by deposit of nearly 
all the stock of the Mahoning & Shenango Railway & Light 
Company. An additional $3,000,000 of notes are reserved 
for additions, betterments and acquisitions of properties. 

St. Albans (Vt.) Street Railway.—The sale of the property 
of the St. Albans Street Railway under foreclosure, which 
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was to have been held on April 10, 1912, has been postponed 
until April 27, 1912. As stated in the Execrric RAILWAY 
Journat of March 23, 1912, page 480, the upset price for the 
property has been fixed at $50,000, 

Sedalia Light & Traction Company, Sedalia, Mo.—The 
Bannard committee of first mortgage bondholders of the 
Sedalia Light & Traction Company, with which more than 
two-thirds of the holders of the first mortgage 5 per cent. 
bonds of 1906 are acting, has announced a plan under which 
Henry L, Doherty & Company, New York, N. Y., will 
reorganize and manage the company and receive voting 
trust certificates for the entire common stock of the suc- 
cessor company, while holders of bonds deposited with the 
New York Trust Company will receive 50 per cent in new 
bonds and 50 per cent in new preferred stock, convertible 
into bonds and bearing a dividend guaranteed by the Gas 
Securities Company, New York, N. Y., beginning with 1 
per cent the first -yyear and increasing by 1 per cent each 
year until 5 per cent is reached. 

Southern Idaho Light, Heat & Power Company, Boise, 
Idaho.—The Southern Idaho Light, Heat & Power Com- 
pany has filed notice of change of name to the Idaho Rail- 
way, Light & Power Company and has increased its author- 
ized capital stock from $20,000,000 to $30,000,000. 


Dividends Declared 


Brooklyn (N. Y.) City Railroad, quarterly, 2 per cent. 
Columbus (Ohio) Railway, quarterly, 144 per cent, pre- 
ferred. 


Cape Breton Electric Company, Ltd, Sydney, N. S, 
3 per cent, preferred; 2 per cent, common. 
Commonwealth Power, Railway & Light Company, 


Grand Rapids, Mich., quarterly, 114 per cent, preferred. 

Connecticut Railway & Lighting Company, Bridgeport, 
Conn., quarterly, I per cent, preferred; quarterly I per cent, 
common. 

Denver & Northwestern Railway, Denver, Col., quarterly, 
Zope Cents 

Georgia Railway & Electric Company, Atlanta, Ga., quar- 
terly, 1% per cent, preferred, 

Havana (Cuba) Electric Railway, quarterly, 114 per cent, 
preferred; quarterly, 114 per cent, common. 

Jacksonville (Fla.) Traction Company, quarterly, 114 per 
cent, preferred; quarterly, 1 3-4 per cent, common. 

Lewiston, Augusta & Waterville Street Railway, Lewiston, 
Me., quarterly, 1% per cent, preferred. 

Mexico (Mex.) Tramway, quarterly, 134 per cent. 

Milwaukee Electric Railway & Light Company, 
waukee, Wis., quarterly, 1%4 per cent, preferred. 

Railways Company General, New York, N. Y., quarterly, 
I percent. ; 

Washington-Virginia Railway, Washington, D. C., 2 per 
cent, preferred; 1% per cent, common. 

West Penn Traction Company, Pittsburgh, Pa., quar- 
terly, 114 per cent; preferred. 


Mil- 
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Traffic and Transportation 


Placard in Regard to the Prevention of Accidents 


The Louisville & Northern Railway & Lighting Company, 
New Albany, Ind., has suspended in a frame just above 
the motorman on all its cars a placard headed “A Sure 
Preventive of Collisions,’ which reads as follows: 

“Approaching all crossings, curves and special work, 
motormen are instructed to have car under such control 
that it can be stopped within a few feet. 

“Then run slowly over the crossing or special work or 
around the curve. 

“Run especially slow against all switch points. 

“Do not pass a car while it is running against a switch 
point. 

“Run slowly while passing a car that is stopped. 

“Miss a vehicle by a foot, not an inch. 

““An observance of these instructions will insure against 
collisions; a disregard is full of danger to everyone on the 
Caton 


Pay-as-You-Leave Car in Operation in Cleveland.—The 
Cleveland (Ohio) Railway placed a pay-as-you-leave car in 
operation on April 9, 1912. The conductor is provided with 
an automatic stamping machine to stamp the time on trans- 
fers, which are issued when the passengers leave the car. 


Complaint About Service in Canton, Ohio.—James A. 
Robinson has complained to the Ohio Public Service Com- 
mission that the Northern Ohio Traction & Light Com- 
pany does not furnish a sufficient number of cars properly 
to care for its local service in Canton and that the cars in 
use are too small. 


Data as to Points of Heaviest Load.—The Public Service 
Commission of the First District of New York has ordered 
a conference for April 22, 1912, to consider the advisability 
of issuing an order to require the conductors in the employ 
of the surface railways to note down in their report book 
an estimate as to the load on cars at certain fixed points 
which have been designated as being where the heaviest 
travel is likely to be found. 


Increase in Wages at Durham.—The Durham (N. C.) 
Traction Company has raised the wages of the conductors 
and motormen to 14, 15 and 16 cents an hour. Fourteen 
cents an hour will be paid the men the first year, 15 cents 
after the second year and 16 cents after the fifth year. Asa 
recognition of long service the company has presented thir- 
teen men who have been in.its employ more than five years 
with new spring uniforms. 

Wage Increase in Baltimore.—At the annual meeting of 
the stocl:holders of the United Railways & Electric Com- 
pany, Baltimore, Md., held on April 10, 1912, an increase 
in wages was voted for all the motormen and conductors 
and for certain classes of employees in the shop and the 
power departments. The change went into effect the 
very next day, April 11. About 2250 platform men alone 
will receive this increase, which averages about 8% per 
cent. 


Stanchions for Chicago Elevated Cars.—The Northwest- 
ern Elevated Railway, Chicago, Ill, has equipped three of 
its cars with thirty-two, sixteen and eight stanchions re- 
spectively, to determine their popularity and the correct 
spacing to employ. The stanchions have been installed 
along the longitudinal seats at both ends of the car and 
consist of 1%4-in. white enameled pipe. So far the results 
show that the spacing which requires thirty-two stanchions 
is the most popular. The plan is to equip the fifty new cars 
for which the company is now in the market with the 
stanchions. 


Campaign in Philadelphia Against Misuse of Transfers.— 
On April 14, 1912, the Philadelphia (Pa.) Rapid Transit 
Company announced in a statement to the public which was 
worded as follows that it proposed to prosecute all per- 
sons who should attempt to use transfers contrary to law: 
“Because of the continued misuse of transfers, the company 
has determined that it must prosecute such persons as at- 
tempt to use transfers contrary to law. The act of June 13, 
1911, P. L. 903, No. 605, makes it unlawful—(1) for any pas- 
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senger to sell, barter or give away a transfer ticket; (2) for 
anyone into whose possession a transfer ticket may thus 
have come to sell, barter or give away the same; (3) for 
anyone to offer in payment of fare a transfer ticket thus 
unlawfully obtained.” 

Additional Near-Side Car Service in Philadelphia—Com- 
mencing on April 14, near-side cars were put into operation 
on the Philadelphia (Pa.) Rapid Transit Company upon 
Route 3 (formerly known as “Frankford via Berks Line). 
The southern terminus of this line and of the Berks and 
Montgomery lines has been extended from Market Street 
to Sansom Street. This change requires north-bound pas- 
sengers who formerly took cars at Tenth and Market 
Streets to take them at Eleventh and Market Streets. It 
brings the cars more directly into the business district and 
contributes to the relief of the congestion on Market Street. 
It is announced that Route No. 4, Frankford via Lehigh 
Line, will be equipped with near-side cars on April 21, 1912. 
This line will operate from the terminal at Bridge Street, in 
Frankford, over Kensington Avenue, Lehigh Avenue, Fifth 
and Sixth Streets, to Porter Street on the south. 


Additional Service Requested to Syracuse Stadium.—The 
Public Service Commission of the Second District of New 
York has received a petition from residents of Syracuse ask- 
ing that the Syracuse Rapid Transit Railroad be required to 
better its service to the main entrance to the stadium on the 
campus of Syracuse University near the corner of Irving 
Avenue and Croton Street, and also to the residents of the 
Raynor tract in the same neighborhood. It is stated that 
the cars on this line run to about 250 yd. from the small 
side entrance to the stadium and 370 yd. from the main 
entrance, and that because of single track, grade and lack 
of power only two cars every eight minutes can be run on 
this line, or less than 1500 persons in an hour can be carried, 
whereas the attendance at events held in the stadium is from 
400 to I1,000 persons, the average attendance being over 
1200. It is also stated that there is a large and rapidly grow- 
ing population in this vicinity, and that residents have to 
walk about half a mile to reach the nearest car line. 

River Tunnel in Chicago.—The Chicago (Ill.) Railways is 
connecting its tracks through the La Salle Street tunnel 
under the Chicago River and expects to begin operating its 
cars through the new subway early in May. The tunnel 
was closed in December, 1906, and much of the traffic con- 
gestion on the surface lines is to be attributed to the fact 
that the railways have been deprived of this outlet. All 
trafic which was formerly routed by way of the old tunnel 
was diverted to the Fifth Avenue bridge and at the present 
time this structure is being used to the limit of its capacity. 
The cars re-routed over the Wells Street line, which include 
Clark Street and branch line cars and Lincoln Avenue and 
branch line cars, will run through the La Salle Street tun- 
nel, and several through routes also will be re-routed by 
way of the new tunnel. The new outlet will to a consider- 
able extent relieve congestion in the “Loop” district. About 
1900 ft. of double track and considerable special work 
will have to be laid to connect the tracks through the tunnel 
with the existing lines at Randolph and Michigan Streets. 


Reduction in Bridge Fare Ordered.—The Public Service 
Commission of the First District has ordered the Bridge 
Operating Company to reduce the fare now charged for 
local service over the Williamsburg Bridge ‘to 2 cents for 
a single fare and three tickets for 5 cents. At present the 
company is charging 3 cents for a single fare, or two tickets 
for 5 cents, under a contract made with the city through 
the bridge commissioner in 1904 which allows such rates. 
The commission holds that this contract does not affect the 
power of the commission to reduce rates when found un- 
reasonable. It finds that the Bridge Operating Company, 
which has a capital stock of $100,000, has been making 
profits of about 112 per cent from this local bridge service 
for the last two years. The Bridge Operating Company was 
formed by the New York City Railway, then operating the 
Metropolitan Street Railway, and by the Brooklyn Rapid 
Transit Company, each subscribing for one-half of the capi- 
tal stock. Under subsequent agreement, the Brooklyn 
Heights Railroad, a subsidiary of the Brooklyn Rapid Tran- 
sit Company, is performing the local service for which the 
Bridge Operating Company was formed. The order reduc- 
ing the fare goes into effect on April 22, IQT2. 
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Personal Mention 


Mr. C. E. Brown has resigned as general passenger and 
freight agent of the Michigan United Traction Company, 
Jackson, Mich. 


Mr. J. W. Crawford, formerly general claim agent of 
the Chicago (Ill.) City Railway, has been made a member 
of the staff of the Philadelphia Rapid Transit Company un- 
der Mr. T. E. Mitten. 

Mr, Chester D. Porter, Albany, N. Y., a graduate of the 
Rensselaer Polytechnic Institute, has been appointed chief 
engineer of the Newport News & Old Point Railway & 
Electric Company, Newport News, Va. 

Mr. H. D. Swayze, who has been general passenger agent 
of the Fruit Belt line of the Michigan United Traction Com- 
pany, Jackson, Mich., has been appointed traffic manager 
of the Fruit Belt line to succeed Mr. C. I. Vivian, resigned. 

Mr. V. R. Ronk has resigned as treasurer and auditor of 
the Chicago & Interurban Traction Company, Chicago, II. 
He formerly held the same position with the Chicago & 
Southern Traction Company, the predecessor of the Chi- 
cago & Interurban Traction Company. 


Mr. W. Stone, electrical engineer of the Government Rail- 
way Department, Melbourne, Australia, is on a visit to this 
country to inspect the electric railways here. He arrived 
in New York from the Pacific Coast on April 17, 1912, and 
after he concludes his visit in this country he will go to 
London. 

Mr. John W. Glendenning has been appointed general 
passenger and freight agent of the Michigan United Trac- 
tion Company, Jackson, Mich., to succeed Mr. C. E. Brown, 
resigned. Mr. Glendenning resigned as treasurer and gen- 
eral freight and passenger agent of the Saginaw-Bay City 
Railway to become treasurer of the Michigan United Trac- 
tion Company when that company was formed recently to 
take over the Michigan United Railways. 

Mr. F. L, Annable, assistant superintendent of the north- 
ern division of the Pacific Electric Railway, Los Angeles, 
Cal., has been appointed division superintendent of the San 
Antonio division of the company which was formed recently 
by the consolidation of the city lines in Pomona and the 
Ontario & San Antonio Heights Railroad, the purchase of 
which by the Pacific Electric Railway was noted in the 
ExLectric RAILWAY JOURNAL of April 13, 10912. 

Mr. E. G. Connette has resigned as chief of the transpor- 
tation department of the Public Service Commission of the 
First District of New York, effective May 15, 1912. Mr. 


Connette was formerly general manager of the Worcester ° 


(Mass.) Consolidated Street Railway, from which position 
he resigned in August, 1909, to become connected with the 
Public Service Commission. After his resignation becomes 
effective Mr. Connette will re-enter electric railway service. 

Mr. A. S. Goodeve, Rossland, B. C., has been appointed to 
fill the vacancy on the Railway Commission of Canada 
caused by the death of Mr. Thomas Greenway. Mr. Good- 
eve is member of the Dominion Parliament for Kootenay. 
He will represent the West on the commission. He was born 
at Guelph, Ont., in 1860. He was Mayor of Rossland in 
1889 and 1890, and was provincial secretary in the McBride 
government in 1902. He was returned to the House of 
Commons in 1908. 

Mr. W. J. Fox, who has been in charge of the power sta- 
tion of the Louisville & Interurban Railroad Company at 
Brook and Green Streets, Louisville, Ky., has resigned to 
become connected with the Phoenix (Ariz.) Traction Com- 
pany. Mr. Fox has been in the employ of the Louisville 
Railway, the parent corporation, for twenty-two years. 
Prior to his departure from Louisville Mr. Fox was pre- 
sented with a gold watch and a Masonic charm by Mr. R. H. 
Wyatt, general freight and pasenger agent of the Louisville 
& Interurban Railroad, acting for the employees. 

Mr. R. S. Rowley is in charge of the claim department 
of the Chicago (Ill.) City Railway, succeeding Mr. J. W. 
Crawford, resigned. Mr. Rowley was born at Marshall, 
Mich., in 1866. He entered the service of the claim de- 
partment of this company in 1895 as a claim investigator 
acting under the general claim agent. In 1900 he was made 
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chief clerk to the general claim agent. On April 1, 1905, Mr. 
Rowley was made claim agent, which position he held suc- 
cessively under Mr. M. B. Starring, Mr. A. G. Mitten and 
Mr. J. W. Crawford. 


Mr. L. E. Beilstein has resigned as vice-president and 
general manager of the Toledo Railways & Light Company, 
Toledo, Ohio, effective on May 1, 1912. Mr. Beilstein has 
been connected with the company since July, 1901, when 
he was appointed to the position of general manager. He 
is a protégé of Mr. H. A. Everett, Cleveland, under whom 
he commenced his career as an office boy with the Cleveland 
Electric Railway. Later he was made a road superintend- 
ent, and in 1808 when the Northern Ohio Traction Com- 
pany, Arkon, Ohio, was formed he was placed in charge 
as general manager of the system. 

Mr. A. W. McLimont has resigned as vice-president of 
the Michigan Railway Engineering Company, Lansing, 
Mich., which was formed to improve the property of the 
Michigan United Traction Company. Mr. McLimont was 
formerly vice-president and general manager of the Michi- 
gan United Railways, which was succeeded by the Michi- 
gan United Traction Company, and before that was gen- 
eral manager of the Chicago & Milwaukee Electric Railroad. 
He was previously electrical and operating engineer of the 
Public Service Commission of the First District of New 
York. <A biography and a portrait of Mr. McLimont were 
published in the Evecrric Rattway Journar of March 6, 1900. 

Mr. J. N. Spellman, assistant general manager of the In- 
dianapolis, Crawfordsville & Western Traction Company, 
Crawfordsville, Ind., has been appointed general manager of 
the company. Mr. Spellman was formerly master mechanic 
of the company and was made assistant general manager fol- 
lowing the appointment recently of Mr.C. E. Morgan as gen- 
eral superintendent of the Michigan United Traction Com- 
pany. Before becoming connected with the Indianapolis, 
Crawfordsville & Western Traction Company Mr. Spellman 
was master mechanic of the Indianapolis, Columbus & 
Southern Traction Company and before that he was in the 
mechanical departments of the Indiana Union Traction 
Company and the Eastern Wisconsin Railway & Light Com- 
pany. 

Mr. F. G. Simmons, superintendent of way of the Muil- 
waukee Electric Railway & Light Company, Milwaukee, 
Wis., has been appointed commissioner of public works of 
Milwaukee by Mayor-elect Bading, who heads the non-par- 
tisan city administration which was recently elected. Most 
of Mr. Simmons’ boyhood was spent at Niagara Falls, but 
he was educated at St. Catharines, Ont. He became an ap- 
prentice in the shops of the Denver & Rio Grande Railway 
at Denver and later took a course in civil engineering. He 
was connected with the Denver City Tramway for nine 
years, in charge of tracks, and he joined the Milwaukee 
Electric Railway & Light Company on Jan. 1, 1897. He 
was vice-president of the American Electric Railway Engi- 
neering Association for three years and was the president 
of the association for a year. He is now a member of the 
committee on standards of the American Electric Railway 
Association. Mr. Simmons has also been president of the 
Engineering Society of Wisconsin. 


OBITUARY 


Gilbert B. Shaw, president of the Naugle Pole & Tie 
Company, died on April 13, 1912, at his residence in Chi- 
cago. He was seventy-five years old. 

William F. Harrity, first vice-president of the American 
Railways, Philadelphia, Pa., died at his home in that city on 
April 17, 1912. Mr. Harrity was born in Wilmington, Del., 
on Oct. 19, 1850, and was educated at St. Mary’s College, 
Wilmington, and at La Salle College, Philadelphia, from 
which he was graduated in 1870. He was admitted to the 
bar in 1873. In 1889 he was postmaster of Philadelphia 
and in 1892 was chairman of the Democratic national com- 
mittee. Mr. Harrity was very well known in business and 
political circles and besides being vice-president and a direc- 
tor of the American Railways he was.a director of the Le- 
high Valley Transit Company, Philadelphia Electric Com- 
pany, Midland Valley Railroad and several banks and trust 
companies. In 1903 he was active in the work of reorganiz- 
ing the Chicago Union Traction Company, of which com- 
pany he was then a director. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) indicates a project not previously re- 
ported. 

RECENT INCORPORATIONS 

*Monorail Rapid Transit Company, San Francisco, Cal.— 
Application for a charter has been made in California by 
this company to build a monorail. railway. Capital stock, 
$10,000,000. Incorporators: A. J. Wright, Kellogg Van 
Winkle, Otto B. Johnson, Frederick G. Cox and Thomas 
E. Haven. 

*Washington (D. C.) Traction Company.—Application 
for a charter will be made by this company on April 22 in 
Washington, D. C., to build an electric railway from the 
Monongahela River to Washington, D. C. Incorporators: 
Charles S. Caldwell, John W. Warrick, I. E. Paul, L. S. 
Vowell and Frank McKinley, all of Washington, D. C. 


*Atlanta & Macon Railway, Atlanta, Ga—Application for 
a charter has been made by this company in Georgia to 
build an electric railway from Macon to Jonesboro, via Grif- 
fin and Forsyth. Capital stock, $100,000, Incorporators: 
Kenneth Cowan, S. Bullard, U. G. Sheehan, Chicago; C. G. 
Young and Howard R. Stewart, New York; H. N. Randolph, 
Robert S. Parker and Hugh McScott, Atlanta; S. Grantland 
and W. G. Kincaid, Griffin, and W. J. Massee, who is presi- 
dent of the Macon Railway & Light Company. 

*Louisiana Electric Railway & Power Company, Lafay- 
ette, La—Incorporated in Louisiana to build an electric rail- 
way to connect New Iberia, St. Martinville, Breaux Bridge, 
Lafayette, Broussard, Youngsville and Abbeville, thence 
back to New Iberia. The main power plant will be estab- 
lished at Lafayette and substations at New Iberia and Abbe- 
ville. Capital stock, $2,000,000. Officers: A. G. Barrow, New 
Iberia, president; E. H. Campbell, New Orleans, vice-presi- 
dent; C. O. Martin, second vice-president; S. R. Parker- 
son, Lafayette, third vice-president; Albert J. Broussard, 
Lafayette, secretary and treasurer. 


*Freeport (N. Y.) Railroad.—Incorporated in New York 
to build a 1%4-mile electric railway in Freeport. Capital stock 
$20,000. Directors; ‘I. P! C. Forbes, Solani M. Lamb, Alice 
D. Forbes, Eleanore C. Lamb, Stephen P. Pettit, William 
Forbes, Isador Mayer and M. A. Pettit, Freeport. 


*Sullivan County Railroad, Liberty, N. Y.—Application 
for a charter has been made in New York by this company, 
which is presumably to succeed the Liberty & Jeffersonville 
Electric Railway. 


*Argenteuil Railway, Montreal, Que.—Application is be- 
ing made to the Quebec Legislature for a charter to build 
a railway to be operated by steam or electricity from the 
boundary between Harrington and Grenville to the canal at 
Grenville, Que. The provisional directors are: C. Laurin, 
C. Wilson, J. A. Laurin, J. Cooper, J. G. Thompson, all of 
Montreal, Que. 

*Three Rivers (Que.) Tramway.—Application for a char- 
ter has been made by this company to the Quebec Legis- 
lature to build a tramway in Three Rivers and in the sur- 
rounding parishes. The City Council has passed a by-law 
granting a franchise for an electric line in the city. The 
plans approved show lines covering the principal streets of 
Three Rivers and extending to Ile St. Christophe, in the 
St. Maurice River. The provisional directors are: R. Ryan, 
N. Lamy, F. A. Verette, J. I’. Bellefeuille, O. Beauclacet and 
C. Bourgeoise, of Three Rivers. 


*Saskatoon Electric Railway & Power Company, Saska- 
toon, Sask.—Incorporated by the Legislature to build an 
electric railway in Saskatoon and also to take over an agree- 
ment made with H. M. E. Evans, of Edmonton, and the 
Saskatoon Power Company. [E. R. J., June. 17, ’11.] 


*“Watrous Radial Railway, Watrous, Sask.—Incorporated 
to build an electric railway in Watrous and into surrounding 
municipalities. N. B. Wilks, Watrous, is one of the direct- 
ors. 


FRANCHISES 


Nettleton, Ark.—The Jonesboro & Nettleton Interurban 
Railway, Jonesboro, has received an extension of its fran- 
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chise in Nettleton. The company will also ask for an 
extension of its franchise in Jonesboro for a 3-mile electric 
railway between Jonesboro and Nettleton. J. E. Thompson, 
Jonesboro, vice-president. [E. R. J, Det or rr 

Los Angeles, Cal.—The Pacific Electric Railway has asked 
the Board of Supervisors for a franchise on Mendocino 
Street, east from Lake Avenue, in Altadena, to Allen Ave- 
nue. Surveys are being made by the company for the ex- 
tension of the proposed Lincoln Avenue line in Pasadena 
trom Montana Street to La Canada Valley. 

Oakland, Cal.—The Oakland Traction Company has asked 
the Board of Supervisors for a fifty-year franchise for an 
extension on Eunice Street in Oakland. 

Redwood City, Cal—Edward F. Fitzpatrick, Redwood 
City, has received a franchise from the Council in Redwood 
City. This is part of a plan to build a 6-mile electric rail- 
way from Redwood City to Woodside. [E. R. J., July 
ise waite 

Macon, Ga.—The Georgia Securities Company has re- 
ceived a new franchise from the Council of Macon. The 
company plans to build an electric railway to connect 
Macon, Forsyth, Barnesville, Griffin and Atlanta. W. J. 
Massee, president. [E. R. J., April 13, *12.] 

Shreveport, La——The Shreveport Traction Company has 
received a franchise to extend its line 3 miles south of 
Shreveport to the Cedar Grove factory addition. 

Paris, Maine.—Citizens of South Paris, Maine, have peti- 
tioned the Selectmen of Paris to order the Norway & Paris 
Street Railway to move its tracks from the south side to 
the middle of Pleasant Street for approximately 100 rods. 
Hearings will be given on the matter. This is the first case 
brought in Maine under the law which allows municipal 
officers to order such changes. The law allows both parties 
an appeal to the Maine Railroad Commissioners. 

Port Huron, Mich.—The Port Huron & Northern Rail- 
way has asked for a franchise in Port Huron. The com- 
pany has received a franchise in Lexington. This is part 
of a plan to build an interurban railway to be operated with 
gasoline motor cars from Port Huron northward along the 
shore of Lake Huron, via Lakeport, Lexington, Crosswell 
and Sandusky. W. E. Boles, Detroit, is interested. [E. R. 
Jig Mars” 16, 7525) 

Stevensville, Mont.—The Missoula & Hamilton Railway, 
Hamilton, has asked the Chamber of Commerce in Stevens- 
ville for a right-of-way through the eastern border of 
Stevensville. F. G. Bennett is interested. [E. R. J., Jan. 
aad | 

Brooklyn, N. Y.—The Brooklyn Rapid Transit Company 
has submitted plans to the Public Service Commission for 
an extension of its elevated system in the Eastern District 
of Brooklyn and East New York. The proposed line ex- 
tends from Bushwick and Johnson Avenues, along Johnson 
Avenue to Knickerbocker Avenue and Chauncey Street; 
thence along the right-of-way which’ follows the Evergreen 
Cemetery to the East New York loop, where it will connect 
with the Fulton Street lines. 


Cleveland, Ohio.—The Cleveland & Youngstown Railroad 


~has asked the City Council for a franchise in Cleveland. 


The line will connect Cleveland and Youngstown, via Cuya- 
hoga, Portage, Trumbull and Mahoning Counties. The 
company will use both electricity and steam. J. J. V. Can- 
non is interested. [E. R. J., July 20, ’1r.] 

Hamilton, Ohio—The Ohio Electric Railway, Cincinnati, 
will ask the City Council for a franchise to build two ex- 
tensions in Hamilton during the summer. A new bridge 
will be constructed at High Street, 


, Brantford, Ont.—The City Council has passed a resolu- 
tion urging the Dominion government to grant the usual 
subsidy to the Lake Erie & Northern Railway to build a 
line between Brantford and Port Dover and between Brant- 
ford, Paris, Ayr and Galt. W. P. Kellet, Brantford, general 
manager. [E. R. J., Mar. 2, ’12,] 

Ottawa, Ont—The Morrisburg & Ottawa Electric Rail- 
way will ask the Provincial Parliament for an extension of 
time of its franchise in Ottawa. C. M. Morewood Ottawa 
president. [E. R. J., Feb. 18, ’12.] , 


Altoona, Pa.—The Johnstown & Altoona Railway has 
asked the Council for a year’s extension of time of its fran- 
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chise in which to begin the construction of its line in Al- 
toona. This 40-mile electric railway will connect Altoona 
and Johnstown. G. U. G. Holman, general manager. 

Nashville, Tenn.—The Nashville Railway & Light Com- 
pany has asked the Davidson County Court for permission 
to build an extension of its West End line to Belle Meade 
and to double-track the Gallatin line to Inglewood. 

Dallas, Tex.—E. P. Turner, Dallas, has asked the County 
Commissioners for a franchise from the eastern city limits 
of Dallas, via New Hope, thence in the direction of Heath. 
Lez Ro J. Apry 6, “12:] 

Garland, Tex.—The Eastern Texas Traction Company 
has asked the County Commissioners for a franchise to 
enter Dallas County by way of Garland and other points. 
J. W. Crotty, vice-president. [E. R. J., Mar. 16, ’12.] 

Parkersburg, W. Va—The Parkersburg, Mariette & In- 
terurban Railway will ask the County Court for franchises 
to use county roads for two proposed extensions. One ex- 
tension will be on the South Side from the West Virginia 
Fair Grounds to the Elizabeth Pike. The other extension 
will begin at Terrapin Park on Dudley Avenue, Parkers- 
burg, and extend over various streets and avenues, making 
a loop which takes in all of Sand Plains. 


TRACK AND ROADWAY 


Warren-Bisbee Railway, Warren, Ariz.—During the year 
this company will award contracts to build 2400 ft. of new 
track in Tombstone Canyon. The company has most of the 
material on hand. 


Fort Smith Light & Traction Company, Fort Smith, Ark. 
—This company has been granted the right to” build an 
800-ft. steel viaduct over the Missouri Pacific Railroad Com- 
pany’s yards at Van Buren, Ark. Plans are now being pre- 
pared, and the company will be ready for bids within the 
next two weeks. Cars are now operated regularly into Van 
Buren over the new $650,000 free bridge across the Arkansas 
River, and as soon as the proposed new viaduct is com- 
pleted work will be commenced on a 2™%-mile track exten- 
sion through Van Buren. The new construction work is be- 
ing done under the supervision of Thomas Boles, chief engi- 
neer. 

Pacific Electric Railway, Los Angeles, Cal.—Arrange- 
ments have been made by this company by which the last 
link in the Los Angeles to San Bernandino electric railway 
will be built. The company has accepted a proposal to build 
a line: from San Bernandino to connect with the Ontario & 
San Antonio Heights Railway, recently purchased by the 
Pacific Electric Railway. 

Sacramento Valley West Side Electric Railway, Willows, 
Cal.—This company has ordered a survey from Woodland 
via Dixon to a point on the Sacramento River, touching the 
line of the Oakland, Antioch & Eastern Railway, a distance 
of 33 miles. A new survey in Colusa County for a branch 
has been ordered also. It will run from Williams to Colusa 
and will touch the Northern Electric Railway in Colusa, the 
Vallejo-Northern Railway in Woodland and the Oakland & 
Eastern Railway, Antioch, near Rio Vista. C. L. Donohue, 
Willows, president. [E. R. J., Mar. 9, ’12.] 

Boise (Idaho) Railroad.—This company plans to build 
several extensions in Boise and suburbs during the sum- 
mer, and to relay a considerable portion of trackage now be- 
ing operated. 

Peoria (Ill.) Railway Terminal Company.—W ork has been 
begun by this company relaying and double-tracking some 
of its lines in Averyville. 

Chicago, Peoria & Quincy Traction Company, Quincy, Ill. 
—This company, which was incorporated on Feb. 8, 1912, 
has let the contract for engineering and construction of its 
line to the Chicago Union Construction Company. It pro- 
poses to build from Quincy to Peoria, IIL, serving Columbus, 
Camp Point, Timewell, Clayton, Mount Sterling, Ripley, 
Rushville, Astoria, Lewistown, St. David, Canton and Peoria, 
Charles Oehlman, Quincy, is interested. [F. Ri i Bebs 17, 
sree] 

Quincy (Ill.) Railway.—During the next two weeks this 
company will award contracts to build a 4-mile crosstown 
line on Twelfth Street. The company also expects to extend 
its State Street line to the Country Club and its South 
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Eighth Street line to Indian Mound Park, which is high and 
overlooks the Mississippi River, 

Evansville, Chrisney & Eastern Railway, Evansville, Ind. 
—This company has begun the construction of its line from 
R : Shs : : 
Booneville ,to Chrisney. It is stated that an additional ex- 
tension to Cannelton, and later to Louisville, Ky., is con- 
templated. J. P. Christney, president, PA SOR Nee Wet oye Tete 

Ottumwa Railway & Light Company, Ottumwa, Ia.— 


About 1¥2 miles of new track will be built by this company 
in Ottumwa this summer. 


Chevy Chase & Great Falls Railroad & Power Company, 
Chevy Chase, Md.—Preliminary plans have been completed 
for the organization of this company and application for a 
charter will soon be made to build a 10-mile electric railway 
from Great lalls, Va., to the intersection of Bradley Lane 
and Wisconsin Avenue, Md., there to make a direct connec- 
tion with the tracks of the Washington & Rockville Railway. 
The company may develop the water-power which is avail- 
able on the Maryland side of Great Falls. H. Bradley 
Davidson is interested. [E. R. J., Oct. 2r, oe || 

Towson & Cockeyville Electric Railway, Cockeyville, 
Md.—Work has been resumed by this company on its line 
between Towson and Lutherville. F. J. Begg, Towson, chief 
engineer, 

Boston & Providence Interurban Electric Railroad, Bos- 
ton, Mass.—Surveys are being made by this company for a 
line from Foxboro to Fall River, with a branch to New 
Bedford. 


Nahant & Lynn Street Railway, Lynn, Mass.—During the 
next six weeks this company will award contracts to build a 
Y4-mile extension in Lynn. 

Ferrocarril Urbano de Colima, Colima, Mex.—This com- 


pany advises that it is now building about 1% miles of new 
track in Colima. 


Battle Creek, Coldwater & Southern Railway, Battle 
Creek, Mich.—It is stated that this company has sold all 
the $500,000 bonds required to guarantee the construction 
of its line and that work will be begun at once by J. T. 
Adams, Columbus, Ohio. With the exception of 4 miles be- 
tween Beadle Lake and Battle Creek the roadbed is already 
graded. A. C; Kingman, president.- [E. R. J., Jan. 6, ’12:] 


Kansas City, Clay County & St. Joseph Railway, Kansas 
City, Mo.—Grading has been resumed by this company and 
work is under way in the steel viaduct that will carry the 
line over the Rock Island Railroad tracks and through Dear- 
born. The line will connect St. Joseph and Excelsior 
Springs via Liberty, Dearborn and Faucett. George S. 
Beardsley, Kansas City, is interested. [E. R. J., Oct. 7, 11.] 


Atlantic & Suburban Railway, Pleasantville, N. J—This 
company has awarded a contract to the Nelson, Merydeth 
Company, Chambersburg, Pa., to construct creosoted timber 
bridge approaches, 541 ft. long. 


United Traction Company, Albany, N. Y.—Plans are be- 
ing considered by this company to extend its tracks over 
the hill district in Watervliet. 


Westchester Electric Railroad, Mount Vernon, N. Y.— 
This company will soon build a %4-mile extension of its Fifth 
Avenue line in New Rochelle. 


Fargo & Moorhead Street Railway, Fargo, N. D.—This 
company has been asked to extend its line from Fifth Ave- 
nue in Fargo to the water and light plant. 


Hocking-Sunday Creek Traction Company, Nelsonville, 
Ohio.—This company has completed 12 miles of roadbed 
and is now laying the track between Nelsonville, Gloucester 
and Athens. Contracts have been placed for one 125-ft.- 
span single-track pivoted truss bridge and one 42-ft.-span 
single-track plate girder bridge to the American Bridge 
Company. A contract has also been placed for a 320-ft. 
x 55-ft. single-track viaduct to the McClintic-Marshall Con- _ 
struction Company. 


*Pittsburgh, Pa—John M. Goehring, president of the City 
Council, has introduced a resolution in that body proposing 
that the city build an electric railway in Schenley Park, 
Pittsburgh, the Pittsburgh Railways to furnish the cars and 
operate the line, The resolution provides that a special 
committee, consisting of the president of Council, the chair- 
man of the parks and library committee and the chairman 
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of the public service and survey committee, consider the 
proposition. 

Montreal & Southern Counties Railway, Montreal, Que.— 
During the next three weeks this company will award con- 
tracts to build 25 miles of new track. 

Nashville Railway & Light Company, Nashville, Tenn.— 
This company is reported to be considering plans to build 
an extension to Belle Mead and Inglewood, both Nashville 
suburbs. 

Southern Traction Company, Dallas, Tex.—It is reported 
that the Southern Engineering & Construction Company, 
which has the contract to build this railway to connect 
Dallas, Waco and Corsicana, awarded to Karner Brothers 
& Company the contract for clearing and grading right-of- 
way, building trestles and culverts and for all concrete work 
for the entire line. J. F. Strickland, president. [E. R. J., 
Mary.on 7122] 

Greenville Railway & Light Company, Greenville, Tex.— 
This company has placed in operation its extension from 
Greenville to Peniel. 

Industry, Tex.—A company has been organized, about 
$100,000 subscribed and application for a charter will soon 
be made to build an electric railway to connect Bellville, 
Industry, Shelby, Ruthersville and La Grange. The fol- 
lowing officers were elected: C. J. Von Rosenberg, La 
Grange, president; C. F. Hellmuth, Bellville, vice-president; 
C. F. Knolle, Industry, secretary, and H. F. Schultze, treas- 
eres, (1 IRS Wes Steyons Bio) “attr | 

Riviera, Tex.—Rails have been received and 4 miles of 
grading has been done on the 10-mile electric railway to be 
built between Riviera and Riviera Beach by Theodore F. 
Koch & Company. The line will connect with the St. Louis, 
Brownsville & Mexico Railway at Riviera. [E. R. J., Feb. 
Spee 

*Seattle, Wash—A company will soon be incorporated to 
build an electric railway in northeast Seattle from Ravenna 
Park to Bothell, via Lake, Lake Forest Park and Kenmore. 
Surveys will be begun at once. Among those interested are: 
Clyde C. Chittenden, S. A. Rosenvelt and Homer L. Hill- 
man, of Seattle. 

*Tacoma, Wash.—The Milwaukee Railroad is said to have 
interested French capital in building electric railways in 
central Washington, that will tap territory now served by 
the Northern Pacific Railway and become feeders of the 
Milwaukee system. Franchises have been obtained and 
work will start at once on an electric line connecting 
Cle Elum and Roslyn with Lake Cleeland and Ellensburg. 

Clarksburg & Weston Electric Railway, Clarksburg, W. 
Va.—It is reported that this company has decided upon the 
West Milford route for the extension from Mount Clare to 
Weston, and that right-of-way is now being secured. 

Wheeling (W. Va.) Traction Company.—Plans are being 
made by this company for some extensive improvements on 
the Moundsville division of its line. 

Kenosha (Wis.) Electric Railway.—Plans are being made 
by this company to double-track its line in Kenosha as soon 
as a franchise has been obtained. 

Badger Railway & Light Company, Milwaukee, Wis.— 
It is reported that this company has secured most of the 
right-of-way for its line from Lake Geneva to Whitewater. 
DH Haninerssecnetan Va itt, swe |ypn Oba te aero ts | 


SHOPS AND BUILDINGS 

United Railways of San Francisco, San Francisco, Cal.— 
Work is about to be begun by this company on Market and 
Valencia Streets, San Francisco, for its new three-story 
building. The first floor will be used’as a terminal, the 
second story for offices and the third story for clubrooms 
for the employees. 

Boston & Worcester Street Railway, Boston, Mass.—Dur- 
ing the next six months this company will build several 
new freight houses and spur tracks to the freight houses. 

Rochester, Syracuse & Eastern Railroad, Syracuse, N» Y. 
—Plans are being considered by this company to build a 
new carhouse to take the place of the one recently de- 
stroyed by fire in Newark. 

Stark Electric Railroad, Alliance, Ohio.— Work has been 
begun by this company on its new carhouse at Lake Park. 
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People’s Railway, Dayton, Ohio.—This company has. 
closed a contract with Lindsay & Company, contractors, of 
Philadelphia, for a $30,000 extension to the existing car- 
house. 

Mahoning & Shenango Railway & Light Company, 
Youngstown, Ohio.—It is reported that this company will 
soon raze its carhouse and station in West Federal and re- 
place them with a large structure. 

London & Lake Erie Railway & Transportation Company, 
London, Ont.—This company has recently completed its 
new freight house and substation in St. Thomas and has 
begun to build a new carhouse and repair shop. The struc- 
ture will be 210 ft. x g1 ft. and will accommodate sixteen 
cars. 

Oregon Electric Railway, Portland, Ore—This company 
has awarded a contract for the construction of a new freight 
depot in Albany. 

Montreal & Southern Counties Railway, Montreal, Que.— 
This company has awarded the contract to build its new 
carhouses, repair shops and offices in St. Lambert to the 
Byers & Anglin Company, Ltd. 


POWER HOUSES AND SUBSTATIONS 


Shore Line Electric Company, Saybrook, Conn.—This 
company has purchased and is now installing rotary con- 
verters and transformers to double the capacity of its power 
plant in Saybrook. 

United Railways & Electric Company, Baltimore, Md.— 
This company has placed an order for two 2000-kw, six- 
phase, 25-cycle, 375-r.p.m., 600-volt rotary converters and 
six 750-kva, single-phase, 13,200 to rotary voltage, air-blast 
transformers with the Westinghouse Electric & Manufactur- 
ing Company. 

Twin City Rapid Transit Company, Minneapolis, Minn.— 
During the year this company will purchase two 2500-kw 
rotary converters and a 15,000-kw turbo-generator. The 
company will build a new substation, two new steel stacks 
and two new boilers. 

Metropolitan Street Railway, Kansas City, Mo.—This 
company has placed a duplicate order consisting of one 
3000-kw, six-phase, 25-cycle, 600-volt, d.c. rotary converter, 
three 1100-kva, single-phase, 6600 to rotary voltage, air- 
blast transformers and one four-panel switchboard for the 
control of above with the Westinghouse Electric & Manu- 
facturing Company. 


St. Joseph Railway, Light, Heat & Power Company, St. 
Joseph, Mo.—This company has authorized the installation 
of a 3000-kw generator at its power plant in St. Joseph. 


Cleveland (Ohio) Railway.—This company will erect four 
substations at a cost of $500,000 to take care of the power 
purchased from the Cleveland Electric IHluminating Com- 
pany, under a contract which was approved by the directors 
on April 9. 

Kittanning & Leechburg Railways, Kittanning, Pa.—E. 
M. Balsinger, Pittsburgh, is preparing plans for the con- 
struction of a new power house on Jefferson Street, in 


Kittanning, for this company. 


Philadelphia (Pa.) Rapid Transit Company.—This com- 
pany has purchased about thirty acres of land between Old 
York Road and Tenth Street, from Pike Street to Luzerne 
Street, in Philadelphia, as a site for a new power house and 
carhouse. In addition to the erection of these structures 
the plans are said to include the construction of a large 
office building. 


Montreal & Southern Counties Railway, Montreal, Que.— 
During the next three weeks this company will purchase 
substation apparatus, also overhead material. 


Utah Light & Railway Company, Salt Lake City, Utah.— 
Work will be begun at once by this company upon an addi- 
tion to its steam power plant located between South Tem- 
ple Street and Tenth West Street, in Salt Lake City. The 
cost 1s estimated at $350,000, 


Newport News & Old Point Railway & Electric Com- 
pany, Newport News, Va.—This company has ordered 
through Allen & Peck, Inc., from the General Electric Cons 
pany two 2000-kw steam turbines, two 500-kw rotaries, 4000 


kw in transformers and new lighting switchboards for the 
power station and substation. 
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Manufactures and Supplies 


ROLLING STOCK 


Newport News & Old Point Railway & Electric Company, 
Newport News, Va., will order thirteen two-motor equip- 
ments. 


Butte (Mont.) Electric Railway is building four double- 
truck cars in its own shops. The cars will seat forty-four 
people each. 

Niagara, St. Catharines & Toronto Railway, Toronto, Ont., 
has ordered one 35-ton electric locomotive equipped with 
four No. 119 motors from the Canadian Westinghouse Com- 
pany. 

Wilkes-Barre (Pa.) Railway has ordered two 32-{t. trail 
flat car bodies mounted on Brill No. 55-F trail trucks, also 
two Brill 27-M. C. B.-2X trucks from The J. G. Brill Com- 
pany. 

Dominion Power & Transmission Company, Hamilton, 
Ont., will purchase twenty-four cars this year. Twelve of 
these will be double-truck cars and twelve single-truck cars. 
The single-truck cars will be 21 ft. long. 

Union Traction Company, Coffeyville, Kan., has ordered 
from the St. Louis Car Company three 48-ft. interurban 
motor cars and one 46-ft. interurban baggage car, all 
mounted on St. Louis No. 23-B high-speed interurban trucks. 

Conestoga Traction Company, Lancaster, Pa., has ordered 
from the Cincinnati Car Company, through W. R. 
Kerschner, New York, N. Y., three 30-ft. 8-in. closed cars 
and one 47-ft. combination work car and snow plow, all 
mounted on Standard C-50 motor trucks. 


TRADE NOTES 


Lord Manufacturing Company, New York, N. Y., has 
moved its factory to Bush Terminal, No. 7, Brooklyn, N. Y. 

C. G. Young, New York, N. Y., engineer, has removed his 
office from 60 Wall Street to the Bankers’ Trust Building, 
New York. 

Straight Filamerit Lamp Company, New York, N. Y., has 
removed its office and salesroom to 125 West Forty-second 
Street, New York. 

Irving H. Reynolds, formerly chief engineer of the Allis- 
Chalmers Company, Milwaukee, Wis., has re-entered the 
employ of the company. 

Cambria Steel Company, Johnstown, Pa., has removed 
its Chicago office to 1860 McCormick Building, Michigan 
Avenue and Van Buren Street. 

Buffalo Foundry & Machine Company, Buffalo, N. Y., has 
resumed the operation of its plant, which was damaged by 
fire on April 11. The loss amounted to about $10,000. 

Edgar Allen & Company, Ltd., Chicago, IIl., have removed 
their office to larger quarters at 718-722 West Lake Street, 
Chicago, in order to meet the demands of their business. 

Midvale Steel Company, Pittsburgh, Pa., has received an 
order from the Seattle (Wash.) Electric Company for 1104 
steel wheels to complete steel wheel equipment of all the 
company’s double-truck cars. 

Wheeler Condenser & Engineering Company, Carteret, 
N. J., has installed two 20,000-kw Wheeler dry tube surface 
condenser and auxiliaries in the Waterside No. 1 plant of 
the New York Edison Company, New York, N. Y. 

American Rolling Mill Company, Middletown, Ohio, has 
erected six tinning stacks at its Zanesville plant for the 
manufacture of terne plate, with American ingot iron as a 
base metal. The plant will have a capacity of 600 tons to 
1000 tons per month, 

Ralston Steel Car Company, Columbus, Ohio, is making 
extensive improvements to its plant by enlarging the build- 
ings and adding new machinery. It is expected that when 
these improvements are completed the company will have 
a capacity of at least forty cars a day. 

Pay-As-You-Enter Car Corporation, New York, N. Y., an- 
nounces cable advices from London stating that the city of 
Aberdeen, Scotland, has adopted pay-as-you-enter system 
for use on its double-decked cars. New cars will imme- 
diately be constructed on the principle. 
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W. L. Arnold, Chicago, Ill. vice-president of the Arnold 
Company and the Elgin-Belvidere Electric Company, has 
returned to Chicago after an eight. months’ vacation trip 
abroad. Mr. Arnold spent about three months in Europe 
and then journeyed around the world, 


Railway Materials Company, Chicago, Ill., announces that 
alter May 1, 1912, its general offices, which for a number 
of years have been in the Old Colony Building, Chicago, will 
be located on the second floor of the Railway Exchange, 
corner Jackson and Michigan Boulevards, Chicago. 


Curtain Supply Company, Chicago, Ill., announces that 
George E, Fox, formerly purchasing agent for the Guaya- 
quil & Quito Railway, has become connected with the New 
York office of the company. Mr. Fox will represent the 
company in its Eastern territory, principally outside of New 
York. 

Ontario & Western Car Company, Halifax, N. S., has been 
organized by interests associated with the Nova Scotia Car 
Works, Halifax, with a capital stock of $5,000,000, to erect a 
car-building plant at Port Arthur, Ont. Among those said 
to be at the head of the project are F. B. McCurdy, J. R. 
McLeod and F. M. Brown. 


American General Engineering Company, New York, 
N. Y., advises that in the description of its coil winder, 
as published on page 592 of the Evectric RAILWAY JOURNAL 
for April 6, the words “upper” and “lower” were inter- 
changed in referring to the two shafts. The upper shaft 
is the one which is run through gearing at 30 r.p.m. for 
armature and field coil work, while the lower shaft is oper- 
ated through a worm transmission at 680 r.p.m. for magnet 
coils. 


Underwriters’ Laboratories, Inc., Chicago, Ill., announces 
that on May 1 the New York office of the laboratories will 
be consolidated at 135 William Street, in charge of Dana 
Pierce, electrical engineer and agent at New York. Mr. 
Pierce has been in charge of the electrical department of 
the laboratories at the principal office in Chicago during the 
past six years. A station for testing electrical appliances 
will be operated in connection with the New York offices 
and be used chiefly in the service of inspections at factories 
and for labeling. 

Curtiss Exhibition Company, New York, N. Y., under the 
general directorship of Glenn H. Curtiss, the aeroplane 
manufacturer, has made contracts with the Saginaw-Bay 
City Railway for hydro-aeroplane exhibitions at Bay City 
and at Saginaw, Mich., on July 3, 4, 5 and 6, The company 
has also closed a contract with the, Kokomo, Marion & West- 
ern Traction Company, Kokomo, Ind., for aeroplane flights 
at that city in June. The Curtiss Exhibition Company re- 
cently carried out its third contract with the Fort Smith 
Light & Traction Company, Fort Smith, Ark. 

Nachod Signal Company, Philadelphia, Pa., has received 
orders from the following companies: Wilkes-Barre (Pa.) 
Railway, for twenty-two signals for the equipment of its 
Harvey Lake division; Lehigh Valley Transit Company, 
Allentown, Pa., eighteen signals for use on the Philadelphia 
division; Wheeling (W. Va.) Traction Company, sixteen sig- 
nals in addition to the twenty already in use; Bridgeton & 
Millville Traction Company, Bridgeton, N. J.; Camaguey 
Electric Company, Camaguey, Cuba; Fonda, Johnstown & 
Gloversville Railroad, Gloversville, N. Y.; Knoxville Rail- 
way & Light Company, Knoxville, Tenn.; Sheffield (Ala.) 
Company; Nashville Interurban Railway, Nashville, Tenn.; 
Valley Traction Company, Lemoyne, Pa. 

Scofield Engineering Company, Philadelphia, Pa., has 
been retained as consulting engineers by the Harwood 
.(Pa.) Electric Company for its power house extension at 
Harwood, Pa., and its substation reconstruction at Hazle- 
ton, Pa. Plans are in progress and contracts will be 
awarded soon. Plans and specifications are being prepared 
by the Scofield Engineering Company for a substation to 
be built at Freeland, Pa., by the Hazleton Electric Light & 
Power Company, Hazleton, Pa. The company is also pre- 
paring plans and specifications for the People’s Light, Heat 
& Power Company, of Shenandoah and Mahanoy City, Pa., 
which is to reconstruct the present Mahanoy City generating 
station and convert it into a large substation. 

Western Electric Company, New York, N. Y., reports 
gross sales for the year ended Dec. 31, I9II, as $66,211,075. 
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The total income was $66,549,268; manufacturing costs, 
$62,414,067, and the net earnings, $4,135,201, Comparison 
of the year ror with the preceding year is difficult because 
the 1910 report included thirteen months in order to make 
the fiscal year correspond with the calendar year. Taking 
twelve-thirteenths of the 1oro figures as a basis for com- 
parison, which, of course, is inaccurate, the gross sales in 
IOI increased $3,096,463 over the preceding year, the total 
income increased $2,984,460, the manufacturing costs in- 
creased $3,851,067, and the net earnings decreased $867,107. 
Gross sales in 1911 were the second largest in the history 
of the company, being exceeded only in 1906, when they 
were $69,000,000, 

Hale & Kilburn Company, Philadelphia, Pa, shows net 
earnings from operation for the year ended Dec. 31, 1911, 
as $510,446 and income from investments, etc., $300,174, 
making total net $810,620. This amount was disposed of as 
follows: $56,231 was transferred to a reserve fund for ex- 
traordinary depreciation, etc.; $394,138 was paid out in divi- 
dends, and the balance, $360,251, was transferred to surplus 
account. F. H. Green, president of the company, says: 
“An inspection of the work report indicates a larger volume 
of business on hand at the close of the year than at any 
period for twelve months past. We are dependent on the 
railroads placing orders for new passenger equipment for 
a very large portion of our business, but as there is a 
probability that the railroad buying may be somewhat re- 
stricted during the coming summer, we are actively engaged 
in extending our trade in other lines.” 


ADVERTISING LITERATURE 


Chain Belt Company, Milwaukee, Wis., has issued the 
fourth number of Chain Belt, which is devoted to chain beit 
concrete mixers. 


Holland Trolley Supply Company, Cleveland, Ohio, has 
issued a circular in which the Atlas ventilating sash trim- 
mings are described and illustrated. 


Goldschmidt Thermit Company, New York, N. Y., has 
published the first quarterly number of Reactions for 1912. 
It contains several interesting articles on rail and industrial 
welds by the Thermit process. 


Trussed Concrete Steel Company, Detroit, Mich., has pub- 
lished the 1912 edition of its United steel sash handbook. 
The publication contains illustrations of many improved 
types of steel sash with details and tables. United steel 
sash include standard pivoted side wall sash, vertical and 
horizontal sliding sash, center-pivoted and top-hung con- 
tinuous sash, moving partitions of steel and glass, sliding 
and swing doors and casement sash. 


General Railway Signal Company, Rochester, N. Y., has 
published Bulletin No. 127 for 1912, in which is reprinted a 
paper, “Signal Installation on the Chicago & Northwestern 
Terminal,” presented at a meeting of the Western Society of 
Engineers on Sept. 20, 1911, by J. A. Peabody, signal engi- 
neer of the Chicago Northwestern Railway. The company 
has also issued Bulletin 128, which contains an article, ‘The 
A, P. Block System for Single-Track Steam Railroads,” by 
F, L. Dodgson, consulting engineer. 


The J. G. Brill Company, Philadelphia, Pa., in Brill Maga- 
zine for March, presents among the feature articles the fol- 
lowing: “Conditions Which Govern the Type of Car for 
City Service, Toledo, Ohio,” “Cars for Mount Hood Rail- 
way & Power Company,” “Convertible Pay-Within Cars for 
Allentown, Pa.,” “Brill -Semi-Convertible Cars for Augusta, 
Ga.,” and “Single-Truck Cars for Rome, Ga.” The publica- 
tion also describes and illustrates the new stepless type of 
car built by the company for the New York Railways. Atm 
extended description of this car was published in the Exxc- 
TRIC RAILWAY JouRNAL of March 16, 109012. 


Crane Company, Chicago, IIl., has made the Ialve World 
for April a memorial number for the late Richard T. Crane, 
president and founder of the company. Mr. Crane was 
born in 1834, and from 1855, when the business was founded. 
his record of achievements was largely the record of the 
company, in which he was a dominating factor up to the 
time of his death. The biography is illustrated with many 
halftones of photographs bearing on the subject of the 
biography. Mr. Crane had pronounced ideas about welfare 
work among his employees and in regard to philanthropies 
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and the book does much to present this side of his nature. 
One chapter is devoted to the theories advanced by Mr. 
Crane in regard to the education of young men. This ay 
ject is introduced under the title “A Real Friend of Rea 


Education.” . 

General Electric Company, Schenectady, N. Y.., has issued 
Bulletin No. 4935, which illustrates and describes the 
GE-201-A railway motor of the commutating-pole type. 
This motor is nearly 500 Ib. lighter than commutating-pole 
motors of the same hourly rating now in use. Bulletin No. 
4915 describes the company’s type CVC direct-current mo- 
tors of the commutating-pole design. Bulletin No. 4942 de- 
scribes the direct-current test meter, type CB-4. _ Bulletin 
No. 4934 is devoted to the company’s battery-charging rheo- 
stat, known as type CR-21I. Bulletin No. 4933 describes 
small polyphase motors of the riveted-frame construction. 
The motors are for two and three-phase circuits and wound 
for 25, 40 and 60 cycles. 

De Laval Steam Turbine Company, Trenton, N. J., has 
published for general distribution an ingenious chart based 
upon the Mollier diagram, which, together with a scale 
marked with four series of graduations, is practically the 
equivalent of a complete steam and entropy table. By using 
the scale in connection with the chart the b.t.u.’s available 
between any given initial and final conditions of the steam 
supplied to an engine or turbine may be determined, as well 
as the resultant velocity of the steam when expanded 
through a nozzle. The scale also shows the duty in millions 
of foot-pounds per 1000 lb. of steam developed by a perfect 
engine working between the assumed limits, and indicates 
the steam consumption of a perfect engine in pounds of 
steam per hp-hour. If the steam consumption of an actual 
engine is known, the last-named scale enables the user to 
find the resulting quality of the steam at the end of the 
expansion. No computations are necessary and the lim- 
its of error are stated to be in general less than 1 per 
cent. 


Link Belt Company, Chicago, Ill., has recently issued 
a bulletin covering the design and construction of the 
“Ewart” friction clutch. This device differs from the 
standard types of friction clutches mainly in the absolute 
avoidance of projecting parts, as the toggle joint effect is 
obtained by a pair of differential levers extending radially 
inside of the clutch casing. The grip is obtained at the 
extreme outer diameter of the clutch by two levers pivoted 
to the casing at one end and gripping the rim of the idler 
wheel with wood blocks at the other. The clutch does not 
have to be stripped in order to adjust the gripping pressure. 
Adjustment is effected by a pair of nuts on the short one of 
the differential levers, which is threaded and _ passed 
through a hole in the lug, which pivots it on the long 
differential lever. When used in connection with a pulley 
the clutch is practically concealed by the pulley rim and 
the rig affords a very pleasing contrast to the usual clumsy 
and dangerous group of projecting parts. 

Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., has issued Circular No. 1522, entitled “Multiple 
Unit Trains and HL Control.” In addition to describing 


_ the advantages of this type of control and showing illustra- 


tions thereof, the publication contains reprints of the fol- 
lowing papers: “Two-Car Train Operation for City and 
Suburban Travel,” read before the American Electric Rail- 
way Transportation & Traffic Association, Atlantic City, 
N. J., October, 1911, by C. J. Franklin, general superinten- 
dent of the Portland (Ore.) Railway, Light & Power Com- 
pany, and “Trailer Operation versus Multiple Unit Trains,” 
read before the Central Electric Railway Association at 
Cedar Point, Ohio, August, tort, by Clarence Renshaw, 
engineer of the Westinghouse Electric & Manufacturing 
Company. Folder No. 4049, issued by the company, de- 
scribes type F carbon circuit-breakers. Leaflet No. 2441 is 
devoted to points of importance in the application of small 
motors. The various questions of mounting, method of 
drive and lubrication are discussed. Motors for crane and 
hoist service are the subject of Leaflet No. 2443. The bulle- 
tin contains curves which show the performance of both 
direct-current series wound and alternating-current wound 
rotor crane motors. Leaflet No. 2409 describes self-start- 
ing synchronous motors in capacity from 90 hp to 1500 hp 
and from 200 volts to 6600 volts. : 


